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THE WESTERN RATE PROBLEM 
Always there is a “transportation situation” con- 
fronting the country. Usually there is more than one. 
Just now there are several. There are two, however, 
that stand out as particularly pressing. One is the 
national situation caused by the adoption of the Hoch- 
Smith resolution by Congress; the other is the western 
situation brought about by a combination of this reso- 
lution and the application of the western railroads for 
an increase in revenue. 

The Hoch-Smith resolution, though there is some 
difference of opinion as to just what it means and just 
what will or should be done under it, is generally re- 
garded as an attempt by Congress to legislate in favor 
of the farmer by instructing the Interstate Commerce 
Commission to deal as gently as possible with rates on 
agricultural commodities. The Commission has received 
teams of advice from persons more or less qualified to 
give it, and more or less influenced by selfish interests, 
as to what it ought to do and what the resolution means, 
but, thus far, the Commission has given no definite 
indication of its own view, except to institute, as directed 
in the resolution, a general investigation of the rate 
structure of the country. Nor has anything been done 
in this general rate inquiry except to cause the record 
to show, in every inquiry and investigation of general 
character in which the relation of the Hoch-Smith reso- 
lution may be involved, that said investigation or inquiry 
's a part of the general investigation under the resolu- 
tion, Hence, the hearings conducted in accordance with 
the petition of the western carriers for an increase in 
revenue are, as a matter of record, a part of the general 
tate structure investigation, though how or in what 
measure the instructions to the Commission included in 
that resolution will affect its decision in the western 
‘ase remains to be seen; possibly it will never appear, 
for, unless the Commission chooses to expose its reason- 
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ing, it may not be known how.it arrived at its conclusions 
that the carriers should have no increase or that such 
and such an increase should be provided. 


The application of the western carriers for an in- 
crease in revenue is based, first, on the fact that, under 
the law, the carriers in a given group are entitled to 
rates that will give them, as a whole, a net return of 
five and three-quarters percent on their valuation, where- 
as, they have never, since the law was enacted, been 
able to earn that amount; second, on the fact that, re- 
gardless of what the law says or does not say, many 
of the roads in western territory are in obviously bad 
condition and must, if they are to avoid more receiver- 
ships, have some means of increasing their incomes. 


It was figured that the western railroads, in order 
to approach the five and three-quarters percent net 
revenue, needed an increase of about eleven percent in 
freight rates. This they had prepared to ask for, when 
along came Mark W. Potter, formerly a member of the 
Interstate Commerce Commission, now one of the re- 
ceivers of the Chicago, Milwaukee and St. Paul Railroad, 
with what is known as the “Potter Plan.” His idea is 
that a five percent increase in freight rates, the proceeds 
to be pooled among the roads earning less than five and 
three-quarters percent—the roads earning that percent 
or more to get none of it—would do the business. He 
argues that his plan is legal under the transportation 
act of 1920, which permits pooling of revenue, and that 
it would produce the needed benefit to the railroads with 
the least possible burden on the shippers who must pay 
the freight. Up to date no railroad—either weak or 
strong—has supported his plan except the road for 
which he is one of the receivers. 


The argument against it is that it is socialistic and 
unfair—that a road earning money should be allowed to 
keep it. The reply to this is that, though the plan un- 
doubtedly is socialistic, the law itself is socialistic and 
one ought not to balk at a name if the thing named will 
furnish a solution of the problem. Also it is argued that 
the roads that, because of their prosperous condition, 
could retain none of the proceeds of the five percent 
increase, if it were pooled, ought not to complain, since 
they, as individuals, have no ground on which to stand 
in asking for an increase at all. Their interest is merely 
the interest of the whole and they are asked why they 
cannot advocate the Potter plan as a means of benefiting 
the whole instead of insisting on a plan that, though 
it might also benefit the whole, to some degree, would 
benefit them individually as well as the whole. 
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CONDENSED DAILY MANIFEST THROUGH FREIGHT SCHEDULES 


Example Example 
No. 55 by days No. 51 by days 























Connections 
8:00a.m. Mon. 3:30p.m. Mon..... Lv. Bells, Tenn. L. & N. 
9:30a.m. Mon. 4:55p.m. Mon..... Lv. Jackson, Tenn. I. C—M. & O.—N. C. & St. L. 
12:30 p.m. Mon. 7:43p.m. Mon..... Lv. Middleton, Tenn. Southern 
3:35 p.m. Mon. 11:01p.m. Mon..... Lv. New Albany, Miss. St. L. & S. F. 
7:54p.m. Mon. 3:08a.m. Tues.....Ar. Mathiston, Miss. C. & G. 
4:50a.m. Tues. 11:20a.m. Tues.....Ar. Union, Miss. J. & E. 
Ft mn nt tenn Sc enc, “+  .2..- e 
3:30 p.m. Tues. 3:30p.m. Tues.....Ar. Meridian, Miss. A. G. §8.—Southern 
6:18 a.m. Tues. 12:50p.m. Tues.....Ar. Newton, Miss. A. & V. 
11:30 p.m. Tues. 12:10a.m. Wed..... Ar. Jackson, Miss. A. & V. 
2:00 p.m. Tues. 2:30a.m. Wed.....Ar. Vicksburg, Miss. V.S. & P. 
6:55a.m. Wed. 5:30p.m. Wed..... Ar. Shreveport, La. Diverging lines West 








9:30a.m. Tues. 3:45p.m. Tues.....Ar. Laurel, Miss. N. O. & N. E. for New Orleans and West 


10:00p.m. Tues. 1:05a.m. Wed.....Ar. New Orleans, La. Diverging lines West—All Steamship Lines 


2:30a.m. Wed. 2:30a.m. Wed.....Ar. Evanston, Miss. Mississippi Export 
5:15a.m. Wed. 5:15a.m. Wed..... Ar. Mobile, Ala. L. & N.—M. & 0.—Sou.—All Steamship Lins 






















Second morning arrival from Memphis, third from St. Louis, fourth from Chicago, Kansas City 
and Wichita, at Mobile and New Orleans; and close connections made at all junction points to insure 


continuous movement to other points of destination in Mississippi Valley, Southeastern, Southwestern 
and Pacific Coast territories. 


Daily Merchandise cars from Chicago, St. Louis and Memphis. . 


Weekly Refrigerator cars from Chicago ‘Ito Meridian, Laurel and Mobile. 


Preferred attention given to Import, Export and Intercoastal traffic via Mobile, Gulfport, New 
Orleans and Key West, Fla. 


Chi . . Memphis, Tenn. 










M. Lamon, D. F. A. 

E. L. Mountfort, A. T. M. TRAFFIC AGENCIES: Meridian, Miss. 

Dallas, Texas L. L. Lapp, D. F. A. 
Cc. H. Stutz, D. F. A. MOBILE, ALA. New Orleans, La. 

Detroit, Mich. J. O. Gaither; hg F. A. 
HW. Gosiee, D. F. A. J. A. JACKSON, Ass’t Traffic Manager me te 

Kansas City, Mo (In Charge of Imports and Exports) . W. R. Butler, Xe. F. A. 
J. 8. Chartrand, D. F. A. Pittsburgh, Pa. 

Les Angeles and 3 geendne W. H. Askew, A. G. F. A. R. M. Chittick, D. F. A. 
M. F. Smith, P. C. H. Dege, Jr., D. F. A. St. Say Mo. 


W. 0. Lewis, D. F. A. 
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At any rate, the putting forth of the Potter plan 
had one effect. Instead of asking for the eleven percent 
originally planned, the western carriers have asked for 
only five percent—a plan that, if accepted, would not 
give the weaker lines anything like what they need, 
while, at the same time, it would add to the profits of 
the stronger lines that do not need it. 

Other methods of meeting the situation have also 
been suggested. One is a regrouping of western rail- 
roads so that the northwestern lines may be in a group 
by themselves and have their needs considered separate 
from those in other parts of the territory. It is also 
suggested that the Commission order a revision of 
arrangements by which joint rates are divided, so that 
the weaker lines may get a larger share. It is possible 
that any or all of these schemes may be adopted. 


As a result of the present situation and the tangle 
it presents, looked at from any point of-view, many 
students of transportation are wondering whether it 
would not be wise to repeal, in great measure, our reg- 
ulatory laws that have, necessarily, resulted in a pater- 
nalistic government of the railroads, and permit them 
to be conducted as other business is conducted. The 
choice seems to be between the somewhat socialistic 
method of regulation of the present, where the Interstate 
Commerce Commission is not only the protector of the 
shipper but the guardian of the railroad, and a return 
to business principles. It is true that the railroads, 
when they ran themelves without government interfer- 
ence, ran wild and had to be checked. As usual, the 
pendulum swung too far. Now, those who propose a 
change say, we ought to get back to reasonable ground. 
They do not propose that all restrictions be removed, 
but they say that, with reasonable protection against 
rebating, discrimination, and stock-jobbing, the railroads 
ought to be allowed to conduct their own business as 
they see fit and take the consequences of bad judgment 
or hard luck. 


There is an objection to this, of course. It is that 
the public is entitled to proper transportation service 
and this might not be furnished if a railroad were hard 
pressed financially and was not compelled to furnish 
and enabled, by government adjustment of rates, to 
furnish it. But perhaps it might be well to cross that 
bridge when we come to it. At least, it is evident that 
we are getting into a bad tangle in our efforts at regula- 
tion under the present system. 


One thing, however, ought to be made clear. The 
Potter plan, whatever other objections there may be to 
it, is no more socialistic than the present law which, 
indeed, permits pooling of revenue. It also permits 
adjustment of divisions so that weaker lines may be 
permitted more than, on other considerations, might 
seem to be their share. The Commission has, on oc- 
casion, thus adjusted divisions and been sustained by 
the Supreme Court in so doing. Even aside from its 
Provisions in these respects, the law is socialistic in its 
main provisions under which rates are being made. It 
Provides for the making of rates so that railroads, by 
groups, shall have an adequate return on their valuation. 
Under it a shipper on a line of railroad that is earning 
five and three-quarters percent, or more than that, and 
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shipping over that line, has to pay a higher rate than the 
needs of that road require in order that the weaker 
roads in that region or group may have something like 
the revenue they need to maintain themselves. The 
higher the rate goes, the more pronounced is this social- 
istic feature. If the western carriers asked an eleven 
percent increase and were to get it, the shipper in pros- 
perous railroad territory would be paying just eleven 
percent more than he now pays—for what? Simply in 
order that weaker lines in western territory might have 
more revenue, and with the attending result that the 
prosperous lines would wax more prosperous. If, in- 
stead of eleven percent, they get the five percent they 
are asking, the same principle holds true, though not 
demonstrated in quite such large fixtures. The Potter 
plan would simply place at the minimum the increase 
that shippers in prosperous railroad territory must pay, 
insuring that all the increase would go where it is needed 
and none of it where it is not needed. The Potter plan, 
we maintain, is simply the logical carrying out of the 
spirit and intention of the transportation act, and, so far 
from being more socialistic than the law as at present 
administered, it would merely prevent the law’s social- 
istic features from becoming burdensome. One may 
like or dislike the law, but that is the truth about it. 
Taking the law as it is, how can anyone justify an eleven 
percent, or a five percent, or any other percent increase 
in freight rates to be shared by roads that do not need 
it merely because some other roads do need it? If one 
justifies it on the theory that it is not socialistic and the 
Potter plan is socialistic, then we must stand with the 
socialists, though we do not admit the distinction as 
valid. 


CROSS EXAMINATION PLANS 


Arrangements have been made by Chairman Aitchison and 
R. N. Van Doren, the latter vice-president of the general coun- 
sel for the Chicago & North Western and chairman of the road- 
road attorneys’ committee in Ex Parte 87, for the cross exami- 
nation of witnesses for the railroads, at the adjourned hearing 
at Chicago, Oct. 26. In the interest of expedition Mr. Van Doren 
suggested that the cross examination of out of town witnesses 
be taken up first so that the time they were away from their 
offices will be reduced to a minimum. He said the witnesses 
living near Chicago could be called at the convenience of the 
opposition and would. be available immediately after the wit- 
nesses from out of town had been called. Mr. Aitchison agreed 
with him that that plan would be in the interest of expedition 
as well as an accommodation to the witnesses, wherefore, he 
agreed to it. 


RADIO AND MUSIC PROTEST 


The Music Industries Chamber of Commerce by Alfred L. 
Smith, the Victor Talking Machine Co., by Theodore Reed, its 
traffic manager; the Brunswick-Balke-Collender Co., by W. H. 
Lockwood, its general traffic manager; and the Sonora Phono- 
graph Co., Inc., by W. F. Varin, chief accountant, through Joseph 
C. Colquitt their attorney, have protested and have asked for the 
suspension of item 3 of supplement No. 21 to F. W. Smith’s 
I. C. C.-O. C. No. 48, bearing effective date October 12, on the 
ground that it is not in conformity with the Commission’s 
decision in Classification of Radio Sets, 102 I. C. C. 140. 

As they read the Commission’s decision in that case, the 
protestants assert, the Commission said, in effect, that the car- 
riers might publish a carload rating at second class on combined 
radio and phonograph sets, with a minimum of 16,000. In 
support of their construction of that report they point to the 
fact that Southern and Western Classification agents have filed 
tariffs purporting to be in conformity with the decision establish- 
ing the second class carload rating. Smith, however, for the 
Official Classification Committee proposes a first class rating at 
20,000 pounds. 

The protestants said that 20,000 pounds could not’ be loaded 
and asserted that for the Commission to allow the Smith publica- 
tion to become effective would not only disrupt but would make 
uniformity in that matter impossible, and approve a step back- 
ward from tariff simplification. 










































































RAILWAY MAIL PAY 


The Commission, by means of a supplemental order in No. 
9200, the railway mail pay case, on the application of the Post- 
master-General, has established rates for railway mail pay in 
accordance with the following: 


It is ordered, That the rates of payment for the transporta- 
tion of mail matter by the Bingham & Garfield Railway Company, 
California Western Railroad & Navigation Company, Great South- 
ern Railroad Company, Indian Valley Railroad Company, Lake 
Tahoe Railway & Transportation Company, McCloud River Rail- 
road Company, Nevada Central Railroad Company, Nevada County 
Narrow Gauge Railroad Company, Nevada Northern Railway 
Company, Pacific & Idaho Northern Railway Company, Quincy 
Railroad Company, Ray & Gila Valley Railroad Company, Sacra- 
mento Valley & Eastern Railway Company, San Diego & Arizona 
Railway Company, San Luis Southern Railway Company Sierra 
Railway Company of California, Spokane International Railway 
Company, Sumpter Valley Railway Company, the Colorado, 
Wyoming & Eastern Railway Company, The Nevada Cooper Belt 
Railroad Company, Washington, Idaho & Montana Railway Com- 
pany, Yreka Railroad Company, and Yosemite Valley Railroad 
Company, in the units of space described, be, and they are hereby, 
established as fair and reasonable rates to be received on and after 
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In the same case the Commission has assigned for argument, 
in connection with the reargument granted June 1 last, upon the 
application of the postmaster general for rehearing and revision 
of the finding made by it January 22, 1925, applications made by 
various railroads for extention to them of the benefits of the 
order issued January 22, 1925. The applicants who are to be 
heard then are the following: 


Bingham & Garfield Railway Company, California Western 
Railroad & Navigation Company, Great Southern Railroad Com- 
pany, Indian Valley Railroad Company, Lake Tahoe Railway & 
Transportation Company, McCloud River Railroad Company, Nev- 
ada Central Railroad Company, Nevada County Narrow Gauge 
Railroad Company, Nevada Northern Railway Company, Pacific 
& Idaho Northern Railway Company, Quincy Railroad Company, 
Ray & Gila Valley Railroad Company, Sacramento Valley & East- 
tern Railway Company, San Diego & Arizona Railway Company, 
San Luis Southern Railway Company, Sierra Railway Company of 
California, Spokane International Railway Company, Sumpter 
Valley Railway Company, The Colorado, Wyoming & Eastern Rail- 
way Company, The Nevada Copper Belt Railroad Company, Wash- 
ington, Idaho & Montana Railway Company, Yreka Railroad Com- 
pany, and Yosemite Valley Railroad Company. 


SUSPENDED TARIFFS 


In I. and S. No. 2513, the Commission has suspended from 
September 25 until January 23 schedules as published in sup- 
plements Nos. 4 and 5 to Cottrell’s I. C. C. No. 536. The sus- 
pended schedules propose to cancel the present commodity rates 
on peanuts from Virginia and North Carolina producing points 
to destinations in Southeastern and Mississippi Valley territories, 
and in the future to apply in lieu thereof class rates under the 
ratings of the Southern Classification, thereby resulting in in- 
creases over the existing rates. The following illustrates: 


FROM VIRGINIA CITIES TO 


Present Proposed 

(1) (2) (1) (2 

I EL) oliece cess <n elemeeenewe 55 80% 61 90 

pO eee 58 8516 77 115 
pS 63% 100% 84 125% 


(1) Carload. (2) Less Carload: 


In I. and S. No. 2514 the Commission has suspended from 
October 1 until January 29 schedules as published in supple- 
ments Nos. 29, 30 and 31 to Southern Railway I. C. C. No. 
A9590. The suspended schedules propose to increase rates on 
apples, carloads and less than carloads, from stations in Vir- 
ginia to destinations in Eastern Trunk Line territory and New 
England. 

The following is illustrative: 


Apples, carloads, from Leesburg, Va., to New York, N. Y., pres- 
ent 38, proposed 46; from Markham, Va., to New York, N. Y., pres- 
ent 32, proposed 40%. 


In I. and S. No. 2515 the Commission has suspended from 
October 1 until January 29 schedules as published in Indiana 
Harbor Belt I. C. C. No. 702. The suspended schedules propose 
to increase the rates on manufacturing plant refuse, including 
ashes and cinders, carloads, between stations on the Indiana 
Harbor Belt Railroad. The following is illustrative: 
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Between stations on the Indiana Harbor Belt R. R. or its con- 
nections, Indiana Harbor, Ind., fo Mannheim, Ill., inclusive. Present 
rate—Ashes and cinders, clean, having value for construction pur. 
poses, $12 per car; manufacturing plant refuse, except as shown 
above, $8.10 per car. Proposed—Manufacturing plant refuse, includ. 
ing ashes and cinders, $12 per car. 


In I. and S. No. 2516, the Commission has suspended from 
September 30 until January 28, schedules as published in supple. 
ment No. 64 to Gomph’s I. C. C. No. 632 and on fifth revised page 
17 to Southern Pacific I. C. C. No. 4384. The suspended sched. 
ules propose to increase the rates on fruits and vegetables, 
carloads and less-than-carloads between points in Arizona, New 
Mexico and Texas from fourth class on less-than-carloads and 
Class C on carloads to first class on less-than-carloads and fifth 
class on carloads. The following table is illustrative of proposed 
changes: Fruits and vegetables, in boxes or crates, viz: peaches, 
bananas, grapes, lemons, limes, oranges, grape fruit, apricots, 
plums, lettuce and tomatoes: 


Between Present Proposed 
El Paso, Tex., and BC Ch EEL CE 
I I Gucrer aia a: a: Simm eepenesbrec pie erecta 111% 53% 163% 914% 
GIODE, ATIZ. oc ccccccccscevccccccccccccccs 131 63% 196 112% 
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In I. and S. No. 2517, the Commission has suspended from 
September 30 until January 28, schedules as published in the 
following Illinois Central Railroad Company—Yazoo and Missis- 
sippi Valley Railroad Company tariffs: Supplement No. 13 to 
I. C. C. No. 6446; Supplement No. 1 to I. C. C. No. 6946; I. C. ¢. 
No. 6956 and I. C. C. No. 6957. The suspended schedules pro- 
pose to restrict warehousing and reshipping in transit rules 
applicable on shipments of cotton, cotton linters and regins orig- 
inating at points on the Illinois Central R. R., the Yazoo & 
Mississippi R. R. or the Gulf and Ship Island R. R. warehoused 
at New Orleans, La., Memphis, Tenn., and other Mississippi 
Valley points so that such privileges would only be granted on 
cotton, cotton linters or regins delivered to these companies 
compressed at point of origin. 


In I. and S. No. 2518, the Commission has suspended from 
October 1, 1925, and later dates, until January 29, 1926, schedules 
as published in supplement No. 1 to Chicago & North Western 
I. C. C. No. 9500; supplement No. 44 to Chicago, Milwaukee & St. 
Paul I. C. C. No. B-4872; and supplement No. 27 to Minneapolis, 
St. Paul & Sault Ste Marie I. C. C. No. 5910. The suspended 
schedules propose to cancel existing commodity rates on leather 
between Illinois, Wisconsin and Michigan points and apply class 
rates in lieu thereof, which are higher except that in a few in- 
stances new commodity rates are proposed which would be 
reductions. The following statement of rates from Fond du Lac, 
Wis., to Milwaukee, Wis., is illustrative: 


On Present Proposed 
Leather, C. L. (min. 15,000 pounds).............. 14 . oy 
Leather, C. L. (min. 24,000 pounds).............. 14 18 
Leather, L. C. L. (in rolls or boxes)...........2. 18.5 40 
Leather, L. C. L. (in bags or barrels)............ 40 30 


NICKEL PLATE MERGER HEARING 


H. W. Anderson, counsel for the protesting Chesapeake & 
Ohio stockholders in the Nickel Plate merger case, concluded 
cross-examination of O. P. Van Sweringen this week when the 
hearing on the Nickel Plate application was resumed before 
Commissioner Meyer and Director Mahaffie. Mr. Van Sweringen 
was recalled for further cross-examination at the request of Mr. 
Anderson. Most of the cross-examination related to details of 


the Van Sweringen’s operations in connection with the Cleveland 
terminal project. 


H. C. Royal, expert accountant who prepared a number of 
statistical exhibits for the applicant, resumed the stand for 
further cross-examination when Mr. Van Sweringen left the stand. 

The case for the Nickel Plate in support of its application 
for permission to acquire the other roads that are to compose 
the new system was brought to an end September 30 and the 
matter adjourned to October 7 when the intervening and ob- 
jecting stockholders of the Chesapeake & Ohio will begin the 
presentation of their case. The testimony of H. C. Royal com- 
pleted the case for the applicant. 


Mr. Anderson for the intervening interest asked the Com- 
mission to call for him F. D. Underwood, president of the Erie; 
W. J. Harahan, president of the Chesapeake & Ohio; F. H. Alfred, 
president of the Pere Marquette and the directors of those roads. 
Mr. Colston, for the applicant said the presidents of the three 
companies would be present and prepared to take the witness 
stand for Mr. Anderson’s questioning on the day mentioned. He 
said he could not say the directors would come except in answer 
to subpoenas. Mr. Anderson indicated that he desired the 
presence of those Chesapeake & Ohio directors who had voted in 
favor of the plan under consideration. 


It was agreed at the time the applicant’s case was closed that 
argument on Mr. Anderson’s motion to dismiss the application 
should be made in connection with the arguments on the merits 
of the case. 
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The Why of Great Profits—Any day one willing to listen 
can hear a suggestion that the Commission should not approve 
the Nickel Plate merger in the event it discovers that the pri- 
mary object of the Van Sweringens is profit. It was Samuel 
Johnson who defined patriotism as the last refuge of the scoun- 
drel. He may have thought of that one day when one of his 
gluttinous meals did not set well with him, but the definition 
has appealed to many whose equatorial lines never interfered 
with their opening of doors. Public interest, nowadays, is the 
thing that is invoked by some whose aims are suspected to be 
profit without great qualms as to methods. Government has 
always eyed the possibility of great profit with hostility, because 
government, in its dealing with the extremely successful man, 
at times, seems no more than the mob spirit, a bit tamed in 
its ferocity, not as to end, but merely as to method. Govern- 
ment does not often brutally beat or openly despoil the extremely 
successful man. It usually employs one law for the undoing of 
big business and another for small business. Then it wonders 
why big business sometimes retaliates by fraud or appeal to 
technicalities. The length of the inquiry into the application of 
the Nickel Plate, it has been suggested, suggests why, in con- 
solidations of railroads, the hope of profit, at all times, has had 
to be large. When E. H. Harriman was operating he had to 
make his arrangements to cover the expense of anti-trust prose- 
cutions and things like that. Now, that the Commission has 
the power to suspend the anti-trust laws, length of time required 
to make the inquiry as to whether suspension would be in the 
public interest results in imposing great costs on the managers 
of such enterprises. The mortgage is drawing interest every 
minute the inquiry into the Nickel Plate plan continues. Gossip, 
which may be unreliable, has it that the Van Sweringens have 
had to make considerable sacrifices to meet obligations of an 
interest-on-the-mortgage sort. A query, pertinent, it is believed, 
is as to how much of their fortune will be left to them, in the 
event the Commission denies the application, or imposes such 
conditions as to make their acceptance of them impossible. Had 
the Van Sweringens announced their purpose to create the pro- 
posed system before they got control of the various roads, it 
has been asked, how much would the stocks have cost and what 
chance would there have been for them to make even day labor- 
ers’ wages for the work they were about to undertake? Perhaps 
the Commission can fix their compensation in this matter, if 
it approves the plan. If it does, it might be suggested, the im- 
Plication caused by that is that the Commission, in a case in 
which the promoters stand to lose, will require the beneficiaries 
to assess themselves enough to make a decent compensation 
to the promoters. Getting back to the question of profit, it has 
been suggested that, if the Commission passes on the question 
as to the controlling motive of the Van Sweringens, in square- 
ness to the public it should also inquire as to the controlling 
motives of the opponents of the merger. Of course, some red- 
necked reader of the section which provides for acquisition 
might ask wherein that part of the statute authorizing inquiry 
into motives was to be found and how motives throw light on 
the question whether what is to be done is or is not in the public 
interest. Sane men usually assume that what a man does he 
does because it will put money into his purse or smooth his way 
to realms of bliss if the place to which the ferryman takes him 
is not to his liking. Perhaps the Van Sweringens made a vow 
to some god of the low country to consolidate at least five rail- 
roads, with only profit as an afterthought. 





America’s Tribute.—Alfred Cotton Bedford has recently been 
laid in his grave, almost unhonored and unsung by his fellow 
countrymen. Yet had not A. C. Bedford bestirred himself to 
the utmost, in the spring of 1918, the red, white and black flag 
of imperial Germany might have floated over Windsor Castle, 
over the fortress of Verdun, the German language have a much 
higher standing in the Quai d’Orsai than it has, and this country 
might be having difficulties with an exultant war lord far greater 
than ever before. Bedford is the man who made it possible 
for the allies, in the language of the late Lord Curzon, to float 
to victory on a sea of oil. France made him an officer of the 
Legion of Honor, Italy decorated him, and the allied countries 
gave him a dinner at which Lord Curzon made the remark about 
the American oil industry, organized for war purposes by Bed- 
ford floating the allies to victory on a sea of oil. Perhaps the 
United States gave him a distinguished service medal, the same 
as it gave the driver of an ambulance or a swivel chair strategist 
in Washington who served his country well by once in a while 
forgetting red tape, but memory is not clear on that point. 
When things got desperate in the spring of 1918, Woodrow Wil- 
Son sent Bernard Baruch to ask Bedford to organize the oil 
industry so the allies would not fail, also telling him, March 22, 
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1917, long before Congress acted, that this country was going to 
war with Germany. In June of that’ year Lord Northcliffe 
showed Bedford the most alarming message ever sent out by the 
British foreign office, to the effect that parts of the British, 
French and Italian fleets would have to be laid up if he 
could not obtain more oil. Bedford organized the industry, the 
one that always had been and still is the favorite black beast 
of the rider into office on public prejudice. No sooner had Bed- 
ford made possible the victory than the government began, by 
means of the Department of Justice, the Federal Trade Com- 
mission and other agencies, three of four “investigations” some 
of which are still going on. One of them culminated in a report 
by the late Senator La Follette to the effect that, unless some- 
thing was done to the various Standard companies, Bedford be- 
ing the head of one of them, gasoline would be a dollar a gallon. 
The insinuation, of course, was that the Standard companies 
were manipulating things and thereby robbing the people. The 
rest of the world recognized the value to civilization of the big 
units, of which the various Standards are only some, but the 
United States, by its officials, merely kicked them, after they 
had brought the big units and the little units into such a close 
co-operation, for war purposes, as is forbidden by the statutes. 
Lord Northcliffe testified that, after he had induced Bedford to 
organize the industry for war purposes, the price of fuel oil 
to the allied navies was lower than before he had made known 
the dire straits to which lack of organization had reduced the 
allied military establishments. ee 





Walton Moore’s Batting Average——As a protestant before 
the Commission, R. Walton Moore, member of Congress, is 1000, 
and much better than his average as attorney for southern rail- 
roads, which he was before he became the representative from 
George Washington’s district. The Commission, in I. and S. No. 
2514, suspended the schedules of the Southern Railway propos- 
ing increased rates on apples from points in Virginia, on the 
Southern and the Washington & Old Dominion, pending inves- 
tigation. Mr. Moore is far enough away from the old contro- 
versies in which he engaged while he was an attorney practicing 
before the Commission, to permit himself to wonder what good, 
if any, came out of those old fights. 





Strange Days Certainly Have Come.—A Rip Van Winkle 
reading the Commission’s decision in I. and S. No. 2429, in which 
the Louisville and Nashville endeavored to get rid of the duty 
of carrying less-than-carload quantities of alcoholic liquors, 
would die of shock, except that the doctors say mental shocks 
do not kill. The idea of any one in Kentucky being loathe to 
perform any service for the bottled sunshine of old Kentucky 
would be too much. However, the report contains material that 
might cause one to speculate as to the why of facts therein set 
forth. Why, it might be asked, did it cost $20.45 to protect a 
shipment of fifty cases from Frankfort, Ky., to Sioux City, Ia., 
$12.96 to protect ten cases going to Norfolk, Va., and only $10.32 
for guarding twenty-five cases going to Springfield, Mass.? One 
obvious suggestion in respect of the higher cost in protecting 
the shipment going to Iowa is that the shipments toward the 
Atlantic ocean were toward “rum row.” It is an economic fact 
that the nearer a commodity approaches the point where there 
is competition, the lower the price. Now, in travelling toward 
the ocean, the shipments to Norfolk and Springfield were toward 
the habitat of a competitor, rum row and the old established 
moonshine industry, in so far as Norfolk was involved. Natur- 
ally, if the liquors the Louisville and Nashville carried were 
to be put into commercial competition with other liquors, all 
costs on them would have to be shaded on account of that com- 
petition. The shipment headed toward Iowa was going to a 
country that, long before national prohibition, was very dry. 
That may account for the higher policing cost. 





Yowling Infants Useful—Army and navy air men testifying 
in the air investigation this week suggested to those old enough 
to remember the war with Spain that, as always, the United 
States were as unprotected from attack as a newly born babe. 
Just before war was declared on Spain, the average American 
wore out his button holes shivering on account of what the 
Spaniards were going to do to him. More quaking was done 
while Captain Clark was bringing the Oregon around the Horn 
because of the possibility that Cervera would lie in wait for the 
Oregon with his squadron of fine armored cruisers and beat it up 
if not send Clark and the Oregon to the bottom of the intensely 
blue Caribbean or the stormy Atlantic. Yet, in less than four 
months from the time war was declared, Spain signed a 
protocol of surrender. However, there is a thought that the 
yowling of the younger air officers will do some good. It will 
tend to keep the seniors from dozing on duty. It is natural for 
the office boy to assert that he knows more than the boss and to 
exert himself to create a job for himself that will be but loosely 
controlled by the boss. A single air service would require a 
large staff and give some air officers an opportunity to demand 
the four stars of generals or admirals. Yet there are men who 
think it was a great mistake for the statesmen of the roaring 
forties to divide the war office of that day into the war depart- 
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ment and the navy department. Their idea is that one depart- 
ment of national defense, in command of a competent man with 
competent staff assistants, would be better than an independent 
army, an independent navy, an independent marine corps, an 
independent medical department, an independent chaplain’s 
departmet, and a host of other independent agencies. 





. Cement Transit Decision Not Yet.—Those who hoped or ex- 
pected the Commission to make a decision on the question 
whether there could or could not be transit on rock in and 
cement out, in No. 16640, the inquiry into the situation around 
Ada, Okla., produced by the proposal of the St. Louis-San Fran- 
cisco to do something that might look like transit on the raw 
material entering into cement, need moth balls for the pro- 
tection of whatever they had, hope or expectation. The Com- 
mission came to the conclusion that the schedules purporting to 
accord transit at Ada were vague, indefinite, contradictory, and, 
therefore, unreasonable and unlawful. That, it’ may be said, was 
the first time the regulating body found that because something 
was vague, indefinite, and contradictory it must be unreasonable. 
It is true that the finding before mentioned is contained in the 
head note and not in the body of the decision itself. But 
the Commission makes its own syllabus. Therefore, the rule 
laid down by the Supreme Court of the United States that the 
head notes appearing in the reports of its decisions were not 
law but merely the reporter’s opinion as to what the court held, 
it may be suggested, could not be applied to the finding that 
things were vague, indefinite and contradictory were unreason- 
able and unlawful. The finding, as stated in the place where the 
findings are usually to be found, is that the provisions of the 
tariffs in question are unreasonable and unlawful. The ques- 
tion of whether theré can be transit on coal in and coke out, 
rock in and cement out, and other raw materials in and finished 
products out, has long interested manufacturers. What light 
there is in the decision of the Commission is to the effect, 
nontechnically speaking, that there is such a wide differ- 
ence between coal in and coke out that there really can be 
no such thing as transit any more than, in the old days, there 
could have been a case of corn in and whisky out, although 
there now is an approach to that in the transit allowed on corn 
and plants that make corn sugar, corn oil, and corn syrup. 

A, B. HH. 


COMMISSION ORDERS 


The City of Pharr, Hidalgo County, Texas, and City of Don- 
na, Hidalgo County, Texas, have been permitted to intervene in 
Finance No. 4823, Application of the San Antonio & Aransas 
Pass Railway Company for a certificate of public convenience 
and necessity for the construction of an extension of its exist- 
ing line of railroad. 

The United Zinc Smelting Corporation has been permitted 
to intervene in No. 17260, The Bertha Mineral Co. vs. B. & O. 
R. R. Co. et al. 

The Sefton Manufacturing Corporation has been permitted 
to intervene in No. 17161, Interstate Corrugated Box Co., Inc., 
et al. vs. C. R. R. of N. J. et al. 


The Minnesota Cooperative Creameries Association, Live 
Poultry & Dairy Shippers’ Traffic Association, The Fairmont 
Creamery Company, Beatrice Creamery Company, Wilson & 
Company, Inc., Thomas E. Wilson, Robert Lee Morrell, and 
Julius M. Mayer, receivers, The Cudahy Packing Company, 
Armour & Company and Swift & Company have been permitted 
to intervene in No. 171438, Pacific States Buiter, Egg, Cheese and 
Poultry Assn. vs. Southern Pacific Co. et al. 

The Minneapolis Traffic Association has been permitted to 
intervene in No. 17265, Commercial Club of Fargo, N. D., et al. 
vs. B. F. & I. F. Ry. Co. et al., and No. 17315, Farmers Grain 
Dealers’ Association of N. D., et al. vs. Gt. Nor. Ry. Co. et al. 

The Chatfield Manufacturing Company, The Philip Carey 
Company, and W. S. Nott Company have been permitted to 
intervene in No. 17360, The B. F. Nelson Mfg. Co. et al. vs. 
A. & W. Ry. Co. et al. 

The Pine Bluff Chamber of Commerce has been permitted 
to intervene in No. 17371, Little Rock Chamber of Commerce 
et al. vs. Ark. & La. Mo. Ry. Co. et al. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 603, Alabama & Vicksburg Ry. Co. 

The city of Alamo, Texas; county of Hidalgo, Texas; Mis- 
sion Commercial Club, Mission, Texas; city of San Juan, Texas, 
and city of Weslaco, Texas, have been permitted to intervene in 
Finance No. 4823, in the matter of the application of the San 
Antonio & Aransas Pass Ry. Co. for a certificate of public con- 
venience and necessity for the construction of an extension of 
its existing line of railroad. 


The Commission has permitted the National Industrial Alco- 
hol Company to intervene in No. 17329, American Distilling Co. 
et al. vs. A. C. & Y. Ry. Co. et al. 

The St. Louis Southwestern Railway Company, Louisiana 
Railway & Navigation Company, Vicksburg, Shreveport & Pa- 
cific Railway Company, Morgan’s Louisiana & Texas Railroad 
and Steamship Company, Louisiana Western Railroad Company 


THE TRAFFIC WORLD 








Vol. XXXVI, No. 14 


and Texas & New Orleans Railroad Company have been made 
respondents to No. 15234, in the matter of divisions of freight 
rates in Western and Mountain-Pacific territories. 


FINAL VALUATION REPORTS 


In Valuation Docket No. 332, Central New England Railway 
Company et al., opinion B-77, 97 I. C. C. 773-828, the Commission 
has found the final value for rate-making purposes of the prop- 
erty of the Central New England owned and used for common. 
carrier purposes, as of June 30, 1916, to be $13,812,880, and used 
but not owned, $8,250,139. The report also includes the valua- 
tion of the property of the Hartford & Connecticut Western Rail- 
road Company, leased to the Central New England. The fina] 
value for that property was found to be $5,000,000. The carrier 
protested the tentative valuation but the Commission held that 
the protest was not filed within the time prescribed by law. 

In Valuation Docket No. 61, Chesapeake Beach Railway Com- 
pany, opinion B-84, 103 I. C. C. 67-82, the Commission has found 
the final value of owned and used property, as of June 30, 1916, 
to be $765,000, and of used but not owned property, $88,750. No 
protest was made against the tentative valuation. 

In Valuation Docket No. 19, Death Valley Railroad Company, 
opinion B-80, 103 I. C. C. 27-38, the Commission has found the 
final value of owned and used property, as of June 30, 1915, to 
be $360,546. The carrier contended for a value of $395,109. 

In Valuation Docket No. 25, Sylvania Central Railway Com- 
pany, opinion B-83, 103 I. ‘C. C. 55-66, the Commission has found 
the final value of owned property to be $150,882 as of June 30, 
1915. On date of valuation the property was operated under 
lease by the Sylvania & Girard Railroad Company. The company 
protested the tentative valuation. 

In Valuation Docket No. 58, Bristol Railroad Company, opin- 
ion B-82, 103 I. C. C. 45-54, the Commission has found the final 
value, for rate-making purposes, of the owned and used property 
of the carrier to be $108,600, as of June 30, 1917. The line ex- 
tends from New Haven Junction to Bristol, Vt., a distance of 
about six miles. No protest was made against the tentative 
valuation. 

In Valuation Docket No. 339, Blue Ridge Railway Company, 
opinion B-75, 97 I. C. C. 744-60, the Commission has found the 
final value for rate-making purposes of the carrier’s owned 
and used property to be $1,816,000, as of June 30, 1916, and of 
used but not owned property, $397,000. No protest was filed 
against the tentative valuation, which was made final. The car- 
rier’s line extends from Walhalla to Anderson, S. C., a distance 
of 34 miles. It operates under lease nine miles of line from 
Anderson to Belton, S. C. 

In Valuation Docket 147, Chicago & Wabash Valley Railway 
Company, opinion B85, 103 I. C. C. 83-96, the Commission has 
found the final value for rate-making purposes of owned and 
used property of the carrier, as of June 30, 1915, to be $463,220. 
The carrier claimed a value of not less than $600,000. 

In Valuation Docket 20, Dover & South Bound Railroad, 
opinion B81, 103 I. C. C. 39-45, the Commission has found the 
final value for rate-making purposes of the carrier’s owned and 
used property, as of June 30, 1914, to be $170,000. No protest 
was filed against the tentative valuation. 





TENTATIVE VALUATION REPORTS 


In a tentative valuation report on the property of the San 
Antonio & Aransas Pass Railway Company, as of June 30, 1919, 
the Commission has found the final value of total owned property 
to be $17,396,228, and of total used property, $17,402,723. On 
date of valuation the carrier had outstanding in stock and long- 
term debt a total of $29,552,51y¥.11, of which $1,000,000 repre- 
sented stock and the rest funded debt. Investment in road and 
equipment, including land, was stated: on the carrier’s books as 
$23,932,601.09, which, the report said, would be reduced to $21,- 
366,807.03, if readjustments required by the Commission’s ac- 
counting examination were made. 

In a tentative valuation report on the property of the West 
Tulsa Belt Railway Company, as of June 30, 1918, the Commission 
has found the final value of total owned property to be $25,000 
and of total used, $33,000. 

In a tentative valuation report on the property of the Camp- 
bell’s Creek Railroad Company, as of June 30, 1918, the Com- 
mission has found the final value of total owned property to be 
$330,215, and of total used, $333,025. 

In a tentative valuation report on the property of the War- 
renton Rail Road Company, as of June 30, 1918, the Commission 
has found the final value of owned and used property to be 
$48,080. 


SOUTHERN AND EASTERN CLASS RATES 


Through a mechanical “mixup” in The Traffic World of SeD- 
tember 26, a letter from Charles Barham to the Commission 
relating to southern class rates was printed in the body of the 
text relating to the eastern class rate hearings. The letter be- 
gan on page 696 and ended near the top of the second column 
on page 698. 
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CLAY CANCELLATIONS UNJUSTIFIED 


The Commission, in a mimeographed report on I. and S. No. 
9454, found the proposed cancellation of the import commodity 
rate on clay, from Montreal, Que., to Syracuse and Solvay, N .Y., 
not justified. It found justified the cancellation of import class 
rates from Portland, Me., to Charlotte, Rome, Rochester and 
Utica, N. Y., but not from Portland to Syracuse. Clay moves 
from Portland to Syracuse but not to the other points as to 
which a finding of justification was made. The finding is with- 
out prejudice to the filing of new schedules on the basis indicated. 

Cancellation of class rates was proposed by the New York 
Central. The schedules proposed to eliminate the import com- 
modity rate from Montreal to Solvay and Syracuse and the im- 
port class rates from Portland to the New York points mentioned 
on the ground that the Canadian National and the Grand Trunk 
had established the rates, last November, without specific au- 
thority from the New York Central. It proposed cancellation 
of the class rates on the ground that their continuance would 
disrupt the class rate structure. The lines of the Canadian 
roads, in connection with the New York Central, the Commission 
said, formed the circuitous routes, the short routes being com- 
posed of the Boston & Maine and New York Central. Import 
class rates, it said, were not maintained over the short route. 

The record indicated, the Commission said, that imported 
clay was shipped from Portland to Syracuse but not to the other 
destinations. It said the New York Central did not undertake 
to justify the cancellation of that rate in so far as it applied on 
imported clay, and expressed a willingness to join the Canadian 
roads in the publication of a commodity rate the same as the 
present import class rate. No justification at all was offered, it 
said, for the proposed increased rate on imported clay from 
Montreal to Syracuse to Solvay, which would result from the 
cancellation of the import commodity rate. In disposing of the 
case the Commission said: 

Upon this record we find that the proposed cancellation of im- 
port rates on clay, in carloads, from Montreal to Syracuse and Solvay 
and from Portland to Syracuse have not been justified, but that, 
with the latter exception, the proposed cancellation of import class 
rates has been justified. The proposed schedules will be ordered can- 


celed without prejudice to the filing of new schedules in accordance 
with the findings. 


LIQUOR AND CARRIER DUTY 


It is the duty of the Louisville & Nashville, as a common 
carrier, to transport less-than-carload shipments of alcoholic 
liquors, and the fact that the rates at present imposed, in many 
instances, do not afford revenue equal to the cost of protecting 
the shipments, is not sufficient reason for the cancellation of 
less-than-carload rates. That is the substance of the Commis- 
sion’s reasoning, in I and S. No. 2429, Alcoholic Liquors via the 
Louisville & Nashville Railroad, mimeographed, in which the 
Commission found the carrier had not justified its proposal 
to rid itself of the duty of carrying less-than-carloads. The 
schedules, filed to have become effective last July, must be 
cancelled. 

The decision leaves the way open to an increase in the 
freight rates on less-than-carload quantities. The Louisville & 
Nashville did not propose to get out of the business of carrying 
liquor in carloads. ‘That traffic, apparently, is regarded as 
profitable, although the volume may not be as great as it once 
was. 

Riddance of the undesirable small lot shipment business was 
proposed by the cancellation of an exception, carrier in note 4 to 
Southern Classification, in which the carrier proposed that “unless 
carload shipments of alcoholic liquors will not be accepted for 
movement by freight via the Louisville & Nashville Railroad 
Company.” ‘The Louisville & Nashville asserted, the report said, 
that through an oversight of the tariff publishing agent the 
quoted tariff provision was not made to apply to all southern 
roads. It added that tariffs proposing to except all southern 
roads from the duty of carrying small lot shipments would soon 
be offered. 

The Commission said that the only justification offered by 
the carrier was that since federal prohibition the cost of policing 
small shipments had become so great as to make the business 
unprofitable. It contended that small lots should be shipped 
by express because the express company was prepared to afford 
Protection for such shipments, while, as freight, special arrange- 
ments for guards had to be made. The railroad cited several 
Shipments in which the police cost exceeded its revenue, the 
worst being that of fifty cases sent from Frankfort, Ky., to Sioux 
City, Ia. The road’s revenue was $4.56 cents, but the cost of 
guarding those fifty cases of liquor (kind not stated) was $20.45. 
In disposing of the question pregented by the carrier proposal, 
the Commission said; 


Decisions of Interstate Commerce Commission 
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The question here presented is whether the respondent can,- 
as a common carrier, under the law, refuse to accept alcoholic liquor’ 
for transportation merely upon the ground that the cost of guarding: 
it under the facilities for transportation provided by respondent is 
not remuneraive under the present rate. Respondent has the right 
and duty under the law to establish just and reasonable rates for 
transporting alcoholic liquors in any quantity, and in establishing 
such rates may consider the value of the service performed for the 
shipper and the cost to respondent of performing it. 

In Knapp Supply Company vs. Ohio Electric Ry. Co., 38 I. C. C. 
627, we said: 

‘Defendant is a common carrier engaged in interstate commerce 
and is bound under the express provisions of the act to accede to 
every proper application for service, subject only to such reasonable 
regulations as it may prescribe. It must accept less desirable traf- 
fic as well as that which is more desirable and, although its best 
interest might be promoted by refusing to perform the service here 
in controversy, it has no right to refuse to transport iron pipe or 
any other article not dangerous to handle and which is ordinarily 
accepted for transportation.” 

Respondent has expressly held itself out to accept this traffic 
by obtaining the necessary government permit. It does not appear 
that the traffic is inherently any more dangerous or otherwise ob- 
jectionable from a transportation point of view in less than carloads 
than in carloads, or that the requests for transportation in less than 
carloads have been or are likely to be unreasonable. 


CEMENT TRANSIT CASE 


The Commission, in a report on No. 16640, Limestone Into 
and Cement Out of Ada, Okla., mimeographed, has found the 
St. Louis-San Francisco tariffs I. C. C. Nos. 8140 and 8474, pur- 
porting to accord transit, at Ada, under which crushed limestone 
and shale originating at Lawrence and Lantry, Okla., may be 
manufactured into cement and shipped beyond, over the com- 
pany’s lines to interstate destinations, at lower through charges 
than when moving beyond, over competitive lines, to be vague, 
indefinite, contradictory, and therefore unreasonable and unlaw- 
ful. It ordered the cancellation of the tariffs in so far as they 
were applicable to interstate traffic, with an observation that it 
expected the respondent would see that no unjust or unlawful 


discrimination was practiced as between state and interstate 
commerce. 


The formal docket case was instituted by the Commission 
to inquire into the lawfulness and propriety of the St. Louis-San 
Francisco tariff I. C. C. No. 8410 which was the first publication 
purporting to grant transit privilege. A few days prior to the 
hearing in the formal docket case, the Commission said, the 
Frisco filed the other tariff involved. It was suspended in 
I, and S. No. 2367. The two cases are covered by this one 
report, the report being attributed to the whole Commission 
and not to any division thereof. The facts, other than those 


already set forth and the Commission’s handling thereof, are 
as follows: 


Lawrence and Lantry are local stations on the Frisco about 
6 miles south of Ada, a point served by the Atoka and by the 
Atchison, Topeka & Santa Fe, hereinafter termed the Santa Fe, 
as well as the Frisco. 

The Oklahoma Portland Cement Company operates a plant at 
Ada. It obtains limerock or shale used in the manufacture of 
cement at Lawrence and Lantry. 

The cement company discovered the stone deposit at Lawrence 
in 1906. Lawrence was then only a railroad station, and the 
nearest town was Ada. This fact, and the further fact that the 
Frisco was agreeable to entering into a contract relating to 
the movement of the rock from Lawrence to Ada, had a direct 
bearing upon the selection of Ada, instead of Lawrence, as the 
site for the cement company’s plant. 

Under the terms of the contract executed in 1906, the Frisco 
agreed to haul the rock from Lawrence to Ada at a rate of 8 cents 
when loaded in cars of the cement company, and 10 cents when 
loaded in carrier cars, minimum in either case the marked capacity 
of the car; and the cement company agreed to ship the products 
of its plant over the. Frisco, provided the rates were no higher 
than over competitive lines. 

Apparently most of the traffic has always moved in carrier 
equipment. On June 25, 1918, the rate on rock loaded in such 
equipment from Lawrence and Lantry to Ada became 30 cents. 
On August 26, 1920, it was further increased to 43 cents. Subse- 
quently this rate was made the subject of a complaint before the 
Corporation Commission of Oklahoma. The Frisco, being dissatis- 
fied with the decision cf the Oklahoma commission appealed to 
the Supreme Court of Oklahoma, and that court prescribed a rate 
of 16.875 cents for this movement. 

The cement company was not satisfied with the rate of 16.875 
cents and following numerous appeals to the Frisco, that carrier 
finally published, effective October 28, 1924, its tariff I. C. C. No. 
8410. Item 20 of this tariff provides that charges on crushed 
limestone and shale from Lantry and Lawrence to Ada will be 
collected on basis of $6.60 per car of 80,000 pounds capacity and 
$8.25 per car of 100,000 pounds capacity. Item 25 states that ‘“‘the 
arrangement herein authorized provides that charges will be 
assessed and collected on basis of rates shown in item 20 and 
upon reshipment via St. L.-S. . Ry. Co. rails of the product 
(Cement in carloads) the inbound charges on the raw material will 
be revised to a basis of a charge of ten (10) cents per net ton.” 
Items 30, 35 and 40 provide that readjustment of inbound charges 
will be made at the close of each month’s business, the consignees 
surrendering paid inbound freight bills to support their claims 
for refund; that reshipment of the cement from Ada must be made 
within one year of the date of the inbound movement of crushed 
limestone or shale; and that for the purpose of computing the 



















































































readjustment of charges on the stone, 1,165 pounds of cement will 
be considered as the equivalent of 2,000 pounds of raw material. 
The local intrastate rate from Lantry and Lawrence to Ada is, as 
shown above, 16.875 cents per net ton. This rate would produce 
a charge of $8.43 per car of 100,000 pounds and $6.75 per car of 
80,000 pounds. The charges, therefore, that are initially collected 
under this tariff for the inbound movements are slightly less 
than would accrue under the local rate. <A further difference 
as between the charges produced by the local rate and those 
produced under item 20 may result from the actual loading of 
the cars as contrasted with the marked capacity. It is not .clear 
from this tariff what rate is to be applied, or, from the evidence, 
upon what basis the inbound charges are finally adjusted, when 
the product is forwarded from Ada over a line other than the 
Frisco or not shipped from Ada within one year from the date of 
the inbound movement of the raw material. 

The suspended tariff, I. C. C. No. 8474, republishes the provi- 
sions of I. C. C. No. 8410, and in addition proposes to establish 
by item 5 an interstate rate of 6.5 cents per 100 pounds and an 
intrastate rate of 3 cents per 100 pounds on stone and shale from 
Lantry and Lawrence to Ada for application when the cement 
manufactured therefrom is shipped from Ada to interstate or intra- 
state points, as the case may be, over lines other than the Frisco; 
and by item 35 to establish a rate of 3 cents per 100 pounds 
when the product is not reshipped from Ada within one year from 
the date of the inbound movement of the raw material. The 6.5 
cent rate would result in charges of $52 on a car of 80,000 pounds 
and $65 on a car of 100,000 pounds. Yet the local rate from Ada 
is, as pointed out, 16.875 cents per net ton. Both tariffs are 
vague, indefinite, contradictory and appear impossible of execution. 
It is plain that they are intended to restore in tariff form the 
substantial provisions of the contract of 1906 between the Frisco 
and the Cement company. Assuming the lawfulness of the re- 
spondent’s purpose to control the outbound movement of the 
cement from Ada means of a transit arrangement, there 
appears no justification for charging a rate lower than the local 
inbound rate upon the theory that the shipments may be given 
transit. If the shipments were not connected up with an outbound 
movement, it would be impossible for the carrier to police the 
shipments and subsequently collect the local rate. Further, all 
local inbound shipments should in the first instance be subject 
to the same rates. 

he Supreme Court in Central R. R. Co. vs. United States, 
257 U. S. 247, 257, in speaking of transit in general, said: 

The practice is sometimes beneficial in its results; but it is 
open to grave abuses. To police it adequately is difficult and 
expensive. Unless adequately policed, it is an avenue to illegal 
rebates and seriously depletes the carriers’ revenues. Railroad 
managers differ widely as to the policy of granting such priv- 
ileges. The Commission clearly has power under section 1 of the 
Act to Regulate Commerce as amended to determine whether in 
a particular case a transit privilege should be granted or should 
be withdrawn. ; 

The principle therein announced would appear to be equally 
applicable to the facts in the instant proceeding. 

We find that the provisions of the existing tariff here under 
investigation and of the tariff under suspension are, in so far 
as applicable to interstate traffic, unreasonable and unlawful. 
Orders will be entered requiring their cancellation. 

We will expect that the respondent will see that no unjust 


or unlawful discrimination is practiced as between interstate and 
intrastate commerce. 


CLASS PROPOSAL CONDEMNED 


The Commission, in a mimeographed report on I. and S. No. 
2424, has disapproved the increased class rates between Memphis 
and Cairo, on the one hand, and points in Kansas, Missouri, 
Nebraska and Colorado on the other, proposed by the Rock 
Island, the Frisco and the Missouri Pacific. The adjustment 
proposed was suspended upon protest of the Kansas commission. 

According to the Commission’s report the increased rates 
were incidental to the main changes which were made in class 
rates to and from central Kansas points. It was with the last 
mentioned rates, the report said, that the testimony dealt. The 
Rock Island, the report said, was the moving factor in the 
matter, on account of its long single line, in comparison with 
the shorter line of the Frisco. The Missouri Pacific line is 
also a long one. The Rock Island obtained fourth section relief 
to maintain higher rates at intermediate points in Oklahoma, 
but the equi-distant part of the fourth section rule would compel 
it to hold down the rates at some of the points, which it was 
unwilling to do, regarding them as reasonable and defending 
them as such in No. 13535, Consolidated Southwestern Cases, 
now pending. It therefore sought to comply with the fourth 
section permission, fourth section order No. 8921, by increasing 
the present rates to and from the affected Kansas points. The 
Commission said the Frisco and Missouri Pacific had no reason, 
drawn from fourth section considerations, for proposing to in- 
crease their rates. 

The Commission, after discussing the proposal in the light 
of Memphis-Southwestern Investigation, 55 I. C. C. 515, and 
other cases, came to the conclusion that the carriers had not 
justified the method proposed by them for dealing with the 


situation. It ordered the schedules cancelled and discontinued 
the proceedings, 


SALT CAKE INCREASES ALLOWED 


Some increases in rates on salt cake, from Pacific Coast and 
related points, to paper manufacturing groups in Wisconsin, but 
not the ones proposed by the carriers in their suspended sched- 
ules, have been found justified, in a mimeographed report on 
I. and S. No. 2437, salt cake from Pacific Coast to Wisconsin. 

The salt in question is used in the manufacture of kraft 
pulp fer paper stock, in the manufacture of glass, and as an 
ingredient in stock feed. It is mined in California and Arizona 
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and produced by chemical works in the Chicago district. The 
record in the case, the Commission said, dealt mainly with salt 
cake used by paper mills, in Wisconsin, north of the east and 
west line of the Milwaukee road, from Milwaukee to Prairie qy 
Chien via Madison. Salt cake miners at Clarksdale, Ariz., ang 
users of cake in Wisconsin protested. 

The proposal was to cancel a 60 cent commodity rate from 
the far western points of origin to group D, transcontinentga| 
points, including all points in Wisconsin and many points in the 
northern peninsula of Michigan, the Wisconsin territory to which 
the cancellation would apply being that north of the Milwaukee. 
to-Prairie du Chien line. The rate, however, would continue ip 
operation to other group D points. 

About a year ago the chemical manufacturers in the Chicago 
district proposed to the carriers to raise the 60 cent rate to 99 
cents, their application being based on cost of manufacture ip 
the Chicago district, as compared with mining costs in the west, 
plus rates from the Pacific coast. The Commission said it ap 
peared the respondents, the Milwaukee, the North Western and 
the Soo Line, intended to increase the 60 cent rate to 72 cents 
to mills in the Fox river group and 75.5 cents to mills in the 
group north thereof, equal to the combinations of 60 cents to 
Milwaukee, plus the rates of 12.5 and 15 cents beyond. Instead 
of that, the Commsision said, the effect of the proposal would 
have been that the class rate of $2.21 would apply to some des- 
tinations and the 60 cent rate to Milwaukee would have been 
cancelled. The 60 cent rate, it said, would have applied to some 
of the more distant points in Michigan and under the inter- 
mediate rule, it would apply to some of the Wisconsin points. 

Hleven cents is the division out of the 60 cent rate for hauls 
east of the Missouri River. It yields the proposing carriers $88 
per car, while the rate of 18.5 cents from Chicago on the salt 
cake, made by the chemical manufacturers, yields $148 per car. 

The Commission report pointed out that there were in ef- 
fect proportionals of 8.5 and 12 cents from Milwaukee on traffic 
from east of the Indiana-Illinois line to the Fox River and Wis- 
consin groups and to the group in Wisconsin beyond, 

At the hearing, the report said, the North Western offered to 
publish rates from Pacific Coast points and related territory, 
including Clarksdale, based upon 60 cents to Milwaukee plus 
the proportionals of 8.5 and 12 cents. That would give rates of 
68.5 cents to the Fox River and Wisconsin groups and 72 cents 
to the more northern Wisconsin group. 

Upon that record the Commission said the carriers had not 
justified their proposals, but that it found the rates proposed at 
the hearing had been justified. ‘The condemnation of the sus 
pended schedules, therefore, is without prejudice to the filing of 
new ones establishing the rates of 68.5 cents and 72 cents, in 
the manner proposed, that is the 60 cent rate to Milwaukee, plus 
the proportionals beyond. 


INTRASTATE RATES CASE 


The Commission has dismissed No. 15691, Gulf Refining Co. 
of Louisiana vs. Southern et al., mimeographed, finding that the 
rates assailed were, and are, not unduly prejudicial. It char- 
acterized the complaint as one bringing into issue intrastate 
rates, subsequent to federal control, which did not subject traffic 
in interstate or foreign commerce to unjust discrimination. 


As summarized by the report, the complaint alleged that the 
rates on 16 carloads of refining petroleum products, shipped 
from Mobile to Gilbertown, Ala., between February 2 and June 
29, 1923, were unjust, unreasonable, unduly prejudicial, in viola- 
tion of the long-and-short haul clause of section 4, and, as com- 
pared with the rate from Mobile to Waynesboro, Miss., unduly 
prejudicial to persons and localities in intrastate commerce and 
unduly preferential of interstate commerce, in violation of 
section 13. Reparation and rates for the future were asked. 

The Commission said the shipments moved wholly within 
Alabama, over the Southern, from Mobile to Calvert, and thence 
over the Alabama, Tennessee & Northern to destination. 
Charges were assessed on 13 of 21 shipments, at a rate of 42 
cents, on five others, of 29 cents and of 32 cents on three made 
subsequent to June 15, 1923. The contemporaneous rate from 
Mobile to Waynesboro was 20 cents, and from Mobile to York, 
Ala., a point more distant than Gilbertown, 29 cents. That 
rate, the Commission said, was the basis to which reparation 
was sought. It was also the rate the complainant thought 
should be prescribed. 


This complaint, the Commission said the record indicated, 
was filed because the Alabama commission thought that the 
order in the Meridian Case, 60 I. C. C. 5, deprived it of jurisdic- 
tion over the rates from Mobile to local stations on the Alabama, 
Tennessee & Northern. The Commission pointed out that as to 
maladjustments in intrastate rates the Alabama commission 
would have jurisdiction, while its own powers could be exerted 
only over situations contravening the federal law. It also 
pointed out that, on account of the prescription of rates by the 
Alabama commission, it had vacated its order in the Meridian 
case, the vacation order being dated July 6, 1925. It said that 
before hearing this case it notified the Alabama commission, but 
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that there was no appearance on behalf of the state. In dis- 


posing of the case the Commission said: 


In the absence of undue or unreasonable advantage, preference 
or prejudice, as between persons or localities in intrastate commerce 
on the one hand and interstate or foreign commerce on the other, or 
of any undue, unreasonable or unjust discrimination against inter- 
state commerce, we are without jurisdiction to consider_intrastate 
rates in effect subsequent to federal control. In Western Coal Rates, 
30 I. C._C., 383-414, we found that an interstate rate on lump coal 
was unduly preferential of the interstate destination and unduly 
prejudicial to the intrastate destination. 

The distance from Mobile to Waynesboro is 83 miles and that 
over the route of movement to Gilbertown, as previously shown, is 
102 miles. Waynesboro is just west of the Mississippi-Alabama state 
line and Gilbertown is just east of it. The cross-country distance be- 
tween the two points is about the same, 20 miles, as the difference 
between the distances from Mobile. There is cross-country competi- 
tion between these points in the distribution of petroleum products 
and complainant contends that the higher rates to Gilbertown sub- 
jected and subject it and intrastate commerce to undue prejudice and 
disadvantage. As previously stated, Gilbertown is served only by the 
Alabama, Tennessee & Northern. Waynesboro is served only by the 
Mobile & ‘Ohio, which also serves Mobile, and is not here named as a 
defendant. The record will not support a finding of undue prejudice. 
We are without jurisdiction to consider the issues presented except 
that of undue prejudice. : 

Upon this record we find that the rates assailed were not and 
are not unduly prejudicial. The complaint will be dismissed. 


ACTUAL VALUE RATES CASE 


The Commission has dismissed No. 15903, San Antonio 
Paper Co. vs. Director-General, Chicago, Burlington & Quincy 
et al., mimeographed, finding the rates charged on newsprint 
and wrapping paper, in January and June, 1919, shipped from 
Nekoosa and Port Edwards, Wis., to San Antonio and Austin, 
Tex., were applicable. The complaint alleged the rates were 
unjust, unreasonable and illegal in violation of the first section 
and the Cummins amendment of the twentieth section forbidding 
limitations on liability, and section 10 of the federal control act. 
The Commission found that the allegation of unreasonableness 
was barred because not made within one year from the end of 
federal control but that the charge of illegality was equivalent 
to a charge of an overcharge. It was made within two years 
from the end of the control period and therefore within the 
time allowed by the statute. 

The Commission considered four items in Leland tariffs pre- 
scribing rates on paper of not more than so much value per 
pound and one item establishing a rate of 93c on wrapping 
paper and 99c on newsprint paper, without reference to value. 
The complainant contended that the restriction as to value was 
void and that therefore a rate of 86.5c was applicable regard- 
less of values. In disposing of the case the Commission said: 


The principal question presented is whether the provisions con- 
tained in Items Nos. 4206 and 4224 restricting the application of the 
rates named therein to goods of the values specified are void under 
section 20 of the interstate commerce act. Defendant contends that 
the rates named in these two items are based on actual value and are 
not released rates designed to limit the liability of the carrier. 

In Crown Overall Mfg. Co. vs. Director-General, 100 I. C. C. 471, 
we found that rates graded according to actual value do not operate 
as a limitation upon the shipper’s right to recover for actual loss, 
damage or injury to the property transported, and that actual value 
rates may be fairly distinguished from released rates. In that case 
the tariff required the shipper to make a declaration of value in the 
shipping order and bill of lading. Following that decision we find that 
the rates which complainant contends were applicable were not re- 
leased rates, but actual value rates, that the restrictions in connec- 
tion therewith were not void, and that the rates assailed were ap- 
plicable. The complaint will be dismissed. 


DEMURRAGE CHARGES ILLEGAL 


The Commission has directed the refund of illegally as- 
sessed demurrage charges, and dismissed No. 16155, National 
Fire Proofing Co. vs. Bellefonte Central Railroad Company, 
mimeographed, holding that the carrier having failed to notify 
the complainant that a carload of tile was unclaimed, as re- 
quired by Fairbanks I. C. C. No. 8, it was not entitled to collect 
demurrage for the time after the day on which it should have 
given notice that the car was not claimed. 

Demurrage charges were assessed on a car held at State 
College, Pa., from August 29 to September 30, 1921. They were 
computed, for 26 days, at a rate of $2 per day for the first four 
days after the expiration of the free time and $5 a day for 22 
days thereafter. The complainant admitted, the report said, 
that the demurrage charges for the five day period following 
arrival of the car were properly assessed, but contended that 
the defendant failed to comply with the terms of its tariff when 
it did not notify the consignor at the expiration of that time 
that the shipment was unclaimed. 

When the car was placed for unloading, the report said, 
the consignee told the defendant that he would be unable to pay 
the freight charges for several days. On September 26, when 
the defendant told the consignee that something would have to 
be done about the car, the consignee, according to the report, 
told the railroad company it could do as it pleased with the car. 
On that day the railroad, by mail, instead of by telegraph, 
notified the complainant of the situation. At the request of the 
complainant, which guaranteed the charges, the car was re- 
leased to the consignee. The complainant paid the demurrage 
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amounting to $118, of which all but the amount accruing on 
five days will have to be refunded. In disposing of the case the 
Commission again defined the word “unclaimed” as used in the 
demurrage tariff, as follows: 

The term “unclaimed’”’ implies, in the absence of an actual refusal, 
the failure of consignee to claim or accept the shipment. The advice 
given defendant by consignee, which may be construed to mean that 
the shipment would be accepted within a few days, is not the equiva- 
lent of claiming the shipment, which contemplates a demand for 
delivery and a readiness to pay the charges. It’ therefore was de- 
fendant’s duty, at the expiration of five days from the first 7 a. m. 
after the day on which notice of arrival was given consignee, to 
notify complainant, in accordance with its tariff, that the shipment 
was unclaimed. Having failed in this duty, it could not lawfully 
demand demurrage for the detention thereafter. Republic Coal Co. 
va. C., St. P.. M. & O. Ry. Co., 85 I. C. C. 381... Notice had to be 
by wire, as no alternative method was authorized. Davis vs. Hen- 
derson, 266 U. C. 92. 


SULPHURIC ACID RATE CASE 


Finding the rate on sulphuric acid not unreasonable, the 
Commission has dismissed No. 15973, Armour Fertilizer Works 
vs. Morgan’s Louisiana & Texas Railroad & Steamship Co. et al., 
mimeographed. The complaint attacked a rate of 23 cents, from 
New Orleans to Manchester and Houston, Tex., as unreasonable 
and asked for reparation to the basis of the subsequently estab- 
lished rate of 13.5 cents, for the establishment of which the 
complainant had asked in June, 1922, the original request being 
for a rate of 15 cents with a supplemental request that it be 
subjected to the 10 per cent reduction that went into effect on 
acid rates from Texas points of production. The complainant 
was:advised, some time after its request was made, that when 
published the rate would be 13.5 cents. Upon that assurance the 
complainant contracted to sell acid at the Texas points on the 
basis of the 13.5-cent rate. Shipments were made in September 
and October, 1922, but the rate was not put into effect until 
November 238, 1922. 

Defendants said the rate sought by the complainant was 
made the same as the rate from Houston and Manchester to 
New Orleans and that that, in turn, was established to enable 
Texas producers to meet competition from Grasselli, Ala. They 
said the 13.5-cent rate was not, at the time of its establishment, 
nor was it now, a reasonable maximum rate. The Commission 
said that in Seaboard Oil & Refining Co. vs. Director-General, 
60 I. C. C. 451, it prescribed a rate of 19 cents on acid from New 
Orleans to Orange, Tex., and that that rate, treated by the gen- 
eral percentage changes since then, would be 23 cents, the same 
as the rate under assault here. The fact that the rate assailed 
was voluntarily reduced did not of itself demonstrate unrea- 
sonableness and that the other evidence did not warrant such 
a finding, the Commission said. 


FURNITURE CASE DISMISSED 


The Commission has dismissed No. 15991, Eads Brothers 
Furniture Co. et al. vs. Baltimore & Ohio et al., mimeographed, 
on a finding that the applicable rates on furniture from manu- 
facturing points in Indiana, Michigan, New York and West Vir- 
ginia, to Little Rock, Pine Bluff and Fort Smith, Ark., between 
April 9, 1922, and November 27, 1923, were not unreasonable as 
alleged. Reparation only was sought. The applicable rates were 
combinations, with the lowest possible being made the measure 
via the various routes. The Commission said that some of the 
shipments were under- and some over-charged. 

Complainants, the Commission said, based their claim for 
reparation on subsequent reductions, upon fourth section de- 
partures and the fact that the rates were maintained on a com- 
bination instead of a differential basis. It could not agree with 
them on any of the contentions intended to show they were 
entitled to reparations to the basis of the rates that went into 
effect November 27, 1923, pursuant to the decision in Memphis- 
Southwestern Investigation, 77 I. C. C., 473. 


STAVE RATE NOT UNREASONABLE 


The Commission has dismissed No. 16019, Chess & Wymond 
Company of Louisiana vs. Alabama & Vicksburg et al., mimeo- 
graphed, finding the combination rate of 25.5 cents on rough oak 
staves and headings, from Cherokee, Ala., to Jackson, Miss., not 
unreasonable. At the hearing the carriers described the rate 
adjustment in that part of the country as “ragged,” and said 
they were revising it. They said that in case there was any 
further movement, they would publish a rate of 22.5 cents. The 
Commission said it expected them, in case of a prospective 
movement, to publish that proffered rate. 


COMMISSION LACKS JURISDICTION 


The Commission has dismissed No. 16452, Washington De- 
hydrated Food Company vs. Great Northern, mimeographed, on 
a finding that it had no jurisdiction over a complaint assailing 
rates on fuel oil, in tank cars, shipped from Richmond Beach, 
Wash., to Wenachee and Leavenworth, Wash. The complaint 
alleged the rates were unjust and unreasonable and prayed 
reparation. The report said the oil was supplied by a California 
oil company which sent the oil to Richmond Beach in its own 
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tank steamers, there having been no previous rail haul, and 
stored it in its own tanks. The Commission said there was no 
arrangement between the oil company for continuous carriage 
of oil via the steamer and the Northern Pacific and that the rail 
haul, in tank cars, was wholly in Washington. It said the oil 
was distributed from Richmond Beach storage tanks regardless 
of whether a contract had been previously entered into by the 
purchaser. It said it was impossible to identify any particular 
oil originating in California and stored at Richmond Beach as 
the oil to be delivered to any particular customer. 

Continuing its recital of facts tending to negative any 
theory that the transactions constituted interstate transpora- 
tion, the report said the oil company filed no tariffs offering 
service by its tank steamers and that the defendant did not 
have a tariff authorizing the storage of oil in transit at Rich- 
mond Beach, The Northern Pacific, although offering evidence 
to support the reasonableness of its rate, raised the point of no 
jurisdiction. The Commission said the facts of record supported 
its contention of no jurisdiction. 


MIRROR CASE DISMISSED 


The Commission has dismissed No. 16617, Barker Brothers, 
Inc., vs. Chicago, Burlington & Quincy et al., mimeographed, 
finding the rate on mirrors, in carloads, from Chicago to Los 
Angeles, not unreasonable. Charges were collected at a com- 
modity rate of $3.51. It was alleged that that rate was un- 
reasonable to the extent it exceeded $2.02, the rate on bedroom 
furniture, released to a specific value. 


INCREASES NOT JUSTIFIED 


In a mimeographed report on I. and S. No. 2431, the Com- 
mission has condemned the proposed cancellation of Note 4, 
exceptions to Southern Classification, I. C. C. No. 20, on water- 
and-rail traffic from north Atlantic ports to Lynchburg, Va. 
The rates from the north Atlantic ports to Lynchburg are 
governed by Southern Classification, subject to the note. The 
latter provides that various specified commodities, such as 
canned goods, cigarettes, cocoanuts, other than dried, sugar and 
smoking tobacco, less-than-carloads, moving between the ports 
and Lynchburg shall take class ratings one class lower than 
the Southern Classification ratings. The proposed cancellation 
would restore them to the full classification basis, which ap- 
plies on all-rail movements. The cancellation would cause 
material increases, as, for instance, fruits and vegetables, from 
New York would go up from 47.5 cents to 70 cents; cigarettes 
from 90 to 102.5 cents; sugar from 33.5 to 40.5, and smoking 
tobacco from 90 to 102.5. The Commission said the carriers 
offered little in justification of the proposed change other than 
the assertion of the publishing agent that the present applica- 
tion of the note was a mistake, due to clerical error. The 
protestants contended, however, that the change was proposed 
with a view to satisfying complaints by Lynchburg against 
what it considered a discriminatory rate adjustment, and one 
that admittedly resulted in fourth section departures. 


COW PEA REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16183, Lewis-Simas-Jones Company vs. 
Southern Pacific, mimeographed, as to the rate of $1.33, charged 
on three carloads of cow peas, shipped from Navojoa, Son., Mex., 
to San Francisco, in November, 1923. At the time of the ship- 
ment the Southern Pacific also maintained a rate of 94 cents 
on garbanzos, or Mexican peas, minimum 60,000, while the mini- 
mum on cow peas was 40,000 pounds. The 94-cent rate, since 
April, 1924, has also been in effect on the cow peas. The South- 
ern Pacific, which handled the three cars all the way, moved to 
dismiss the complaint on the ground of no jurisdiction. The 
Commission denied the motion on the authority of International 
Nickel Co. vs. Director-General, 66 I. C. C. 627. The Commission 
said there was no real justification for a higher rate on cow 
peas than on garbanzos, and awarded reparation to the basis 
of the subsequently established rate of 94 cents. 


MISROUTED LUMBER CASE 


A finding of misrouting and an award of reparation have been 
made in No. 16349, J. S. H. Clark Lumber Co. vs. Atlanta, Bir- 
mingham & Atlantic et al., mimeographed, as to two carloads of 
lumber, from LaGrange, Ga., to Philadelphia, shipped in August 
and September, 1920. The carriefs raised the question as to 
whether the complaint had been seasonably filed. The Commis- 
sion adhered to the view expressed in Hopeman Material Co. 
vs. N. P., 98 I. C. C. 361, that the date put by it upon the formal 
complaint was controlling, although the complaint was sent back 
to the complainant for correction. The corrected complaint was 
stamped as having been received for filing after the statute had 
run. The cars, delivered at Chester, upon advice of the agent 
of the initial line, were billed to Philadelphia, the agent being 
of the impression that Chester was a station in Philadelphia. 
Conflicting instructions were contained in the billing. The Com- 
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mission awarded reparation down to the basis of the Cheste, 
rate. 


CARRIER PROPOSALS CONDEMNED 


The Commission, in I. and S. No. 2436, mimeographed, has 
condemned the proposed restriction of proportional rates op 
cottonseed cake, meal and other cottonseed products, fron 
various groups of origin in Arkansas, Missouri and Oklahoma to 
Memphis, Cairo, Thebes and East St. Louis, and of proportiona| 
rates on cottonseed meal, hulls and cake from Blytheville, Jones. 
boro, Osceola and intermediate Arkansas points to Memphis, 
It has ordered the schedules cancelled and discontinued the pro. 
ceedings. 

In the schedules under suspension the carriers proposed to 
restrict the application of proportional rates by the publication 
of a provision that “rates named will only apply on traffic 
destined to points beyond to which no through rates are pub. 
lished.” At the hearing the carriers, through one of their wit. 
nesses, admitted the restriction was ambiguous and would not 
serve the purpose for which it was intended. 


CANCELLATION NOT JUSTIFIED 


A finding of non-justification has been made in I. and S. No, 
2411, forest products, from Sand Point, Kootenai and Culver, 
Ida., to California and Nevada, as to the proposed increase in 
rates on poles (electric light, telephone and telegraph), piling 
and box and crate shooks, from the three points mentioned to 
group points in California on the Western Pacific and Sacra- 
mento Northern. The carriers said they had not been able to 
discover any movement under the rate, 62 cents, in question, 
and that there had been no demand for movement via Portland. 
The Western Red Cedar Association protested and procured 
suspension. It said there had been no demand for rates via 
Portland because it deemed that route open under the tariff 
publications. It also denied the allegation that there had been 
no movement. The carriers denied that the route via Portland 
was open. The Commission, however, disagreed with their 
construction of the tariffs, saying it could not consent to such 
a narrow construction as they proposed, for what it called an 
unequivocal provision under which the Portland gateway could 
be used, to points on the Western Pacific and the Sacramento 
Northern. 

The Commission said it had notified the respondents to be 
prepared at the hearing to justify fourth section departures. 
It said they said they knew of none such, unless omission of a 
fourth section authority in one of the tariffs, on traffic from 
Wallace, Ida., constituted a departure or violation. The Com- 
mission said that if any violations existed they should be 
promptly removed. 


SOYA BEAN OIL REPARATION 

A finding of unreasonableness and an award of reparation 
have been made in No. 15677, Los Angeles Soap Co. vs. Pacific 
Electric et al., mimeographed, as to rates on soya bean oil, im- 
ported, placed in tanks at Wilmington, Calif., and then carried 
to Los Angeles. A rate of 11 cents was applied until March 21, 
1924, when a commodity rate of 7 cents became applicable. The 
higher rate was the fifth class minimum established while the 
railroads were under federal control. Defendants maintained a 
rate of 8 cents prior to July 1, 1922, and 7 cents thereafter 
applicable to that character of traffic “transported on the high 
seas to or from points beyond the port of Wilmington and re- 
ceived from or delivered to ocean carriers at Wilmington.” The 
carriers refused to apply that rate because the oil in question 
was not delivered directly from the ocean carriers to them. At 
the hearing the carriers admitted the rates assessed were Un- 
reasonable to the extent they exceeded 8 cents prior to July 1, 
1922, and 7 cents thereafter. The Commission found in accord- 
ance with their admission and awarded reparation to that basis. 


CLAY CASE DISMISSED 


The Commission has dismissed No. 16324, Thompson, Weint- 
man & Co., Inc., vs. Southern et al, mimeographed, on a finding 
that a combination of $2.59 imposed on crude clay shipped in 
May, June and July of 1924, from Langley, S. C., to Cartersville, 
Ga., was not unreasonable or unjust. The complainant con- 
tended that the rate assailed was unreasonable to the extent it 
exceeded a rate of $1.76 per ton, the amount proposed by the 
carriers for a haul of 227 miles in Georgia when the Georgia 
commission prescribed a rate of $1.40. The Commission said 
that the rate proposed would yield only 4.38 mills per ton-mile 
or less than the five mills, which the Commission said, in Salt 
Cases of 1923, 92 I. C. C. 388, it regarded, for many years prior 
to 1918, as approaching the minimum limit for C. L. freight 
traffic. 


REPARATION ON PAPER 
Reparation has been awarded in No. 16279, J. W. Butler 
Paper Co. vs. Cincinnati, Indianapolis & Western et al., mimedo- 
graphed, the Commission finding unreasonable the rates charged 
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on eight carloads of paper and paper products from Hamilton, 
West Carrollton and Miamisburg, O., and Chicago, to Dallas. 
The Commission found the rates unreasonable to the extent they 
exceeded rates effective on December 15, 1922. On that day rates 
in accordance with the basis ordered in Minnesota & Ontario 
paper Co. vs. Northern Pacific, 66 I. C. C. 571, became operative 
from related territory in which the Ohio points are situated. 
Reparation was awarded on seven of the eight carloads and 
denied on the eighth, the denial being based on the want of a 
proper party to the complaint. The Commission said that even 
under its liberal practice as to assignments, the letter relating 
to this one car could not be construed as the appointment of 
the complainant as an agent of the consignee who paid the 
charges. 


SCRAP IRON CASE DISMISSED 


The Commission has dismissed No. 16449, Denver Metal & 
Machinery Co. vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, finding that rates on scrap iron or steel and second- 
hand rails, from points in Colorado, to destinations in other 
states, are not unreasonable or otherwise unlawful. The com- 
plaint alleged the rates from Denver, Colorado Springs, Pueblo 
and Trinidad, Colo., to Missouri river groups, Mississippi river 
groups, Peoria, Chicago, St. Paul and Duluth were unreasonable, 
unjustly discriminatory, and unduly preferential of new steel 
rails. 


BLACK OIL CHARGES 


The Commission has dismissed No. 15847, Warren Refining 
& Chemical Co. vs. Cincinnati, New Orleans & Texas Pacific 
et al, mimeographed, finding charges collected on petroleum 
black oil from Houston, Tex., to Cleveland, O., based on an esti- 
mated weight of 7.4 pounds per gallon, not unreasonable or 
otherwise unlawful. The shipments, three in number, were made 
in 1921. Charges collected were the same as those imposed on 
crude, fuel and gas oils. The complainant contended that be- 
cause the black oil was not named in the classification, and oils 
not otherwise indexed by name being entitled to transportation 
at an estimated weight of 6.6 pounds per gallon, it was entitled 
to move at the estimated weight applied on gasoline and other 
light products. The Commission said it had often considéred 
the question raised in this complaint and found no reason for 
departing from its views on the subject, citing in support of its 
conclusion in this case the decision in National Petroleum Asso- 
canon vs. A. T. & S. ¥., 27 1. C. C.. 287. 





CHARGES NOT UNREASONABLE 


An order of dismissal has been made in No. 15897, Walling- 
ford Brothers vs. Chicago, Rock Island & Pacific et al., mimeo- 
graphed, the Commission finding that charges collected on a car 
of wheat, shipped in October, 1922, from Chappell, Neb., to 
Wichita, Kan., stored at that point and reshipped to San Diego, 
Calif, were not unreasonable. The Rock Island transit tariff 
did not permit storage in transit on wheat shipped out over the 
rails of other carriers. The transit tariff of the Orient, the 
road that took the grain beyond, did allow storage, regardless 
of the identity of the outbound carrier. The Commission said 
that the storage having taken place on the Rock Island, the 
tariff of that carrier and not that of the Orient controlled. At 
Kansas City and other points, the report said, the transit tariff 
of the Rock Island permitted storage, even if the outbound move- 
ment was over other rails, but that the question of undue preju- 
dice was not raised in this case as causing damage. 


RATES ON WIRE RODS 


An award of reparation has been made by the Commission 
in a mimeographed report by division 3 in No. 15696, Clark 
Brothers Bolt Company vs. New York Central et al., on a finding 
that rates charged on rectangular wire rods, in coils, in carloads, 
from Youngstown, O., and Lackawanna, N. Y., to Milldale, Conn., 
were and are inapplicable to the extent that they exceeded or 
exceed the contemporaneous commodity rates on rods, iron or 
steel, in coils, found applicable. The report said the rates col- 
lected were those applicable on bar iron or steel, the fifth class 
rate from Youngstown and from Lackawanna a commodity rate 
lower than the fifth class rate by two cents prior to July 1, 1922, 
and by 1.5 cents thereafter. 


SLACK COAL RATES ORDERED 


New rates on slack coal from the Bevier, Mo., Pittsburg, 
Kan., and Henryetta, Okla., groups to Superior, Neb., have been 
ordered published not later than December 1, in No. 15024, Ne- 
braska Cement Co. vs. Atchison, Topeka & Santa Fe et al., 
mimeographed. The Commission found the present rates unrea- 
Sonable to the extent they exceed $2.25 from Bevier, $2.45 from 
Pittsburg, and $3.45 from Henryetta, these rates to apply also 
from other points in the present groups of those designations. 

The complaint alleged the rates on slack coal were unrea- 
sonable, and that, in their relationship to the contemporaneous 
tates from the same mines, to Omaha and Lincoln, they sub- 
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jected Superior to undue prejudice and disadvantage and gave 
those points an undue preference and advantage. The complaint 
did not specify the particular mines in Missouri, Kansas and 
Oklahoma from which the complainant thought the rates needed 
correction. The Commission said that at the hearing it devel- 
oped that the rates from the groups mentioned were the ones 
mainly in issue. The present rates are $2.86 from Bevier, $2.55 
from Pittsburg, and $5.35 from Henryetta. 


RATE ON FUEL WOOD 


In a mimeographed report by division 3 in No. 15021, G. A. 
Kaseman vs. Santa Fe, Director-General, et al., the Commission 
has dismissed the complaint on a finding that a rate of 26% 
cents charged on 60 carloads of fuel wood shipped between June 
12 and June 23, 1918, from Baca, Perea and Thoreau, N. M., to 
El Paso, Tex., was applicable but unreasonable to the extent 
that it exceeded 20 cents. The Commission said the record did 
not show who paid and bore the charges. 


RATE FOUND INAPPLICABLE 

The Commission, in No. 16125, Browne-Hinton Wholesale 
Grocery Co. vs. Great Northern et al., mimeographed, has found 
inapplicable the rate of $1.83 charged on a carload of apples 
from Brewster, Wash., to Fort Smith, Ark. A blanket rate of 
$1.50 applied on apples at both Chicago and Fort Smith. The 
apples moved via Chicago, although the Commission said a con- 
siderably shorter route was available from Billings, Mont., to 
Kansas City and then to Fort Smith. The carriers added 33 
cents for “out-of-line”’ haul, without, said the Commission, ex- 
plaining how they arrived at the conclusion that it should be 
applied. It said the $1.50 rate was applicable as far east as 
Atlantic and Gulf coast points and awarded reparation to that 
basis. The shipment was made in October, 1922. , 


CORRECTED REPORT 


The Commission has issued a corrected report in No. 16130, 
Merrimac Paper Company vs. Boston & Maine et al., opinion 
No. 10664, 102 I. C. C. 133-36. This report was issued originally 
in mimeograph form. (See Traffic World, Aug. 22, p. 410, Rates 
on Printing Paper.) In the mimeographed report the Commis- 
sion, in part, found that charges collected on 27 carloads of 
printing paper moved from Lawrence, Mass., to Long Island City, 
since August 14, 1923, were, are, and would be, unreasonable 
to the extent that they exceeded, exceed or might exceed those 
collectible on the basis of the sixth class rate contemporaneously 
in effect up to Long Island City Float Bridges plus a commodity 
rate of 76 cents per ton of 2,000 pounds, minimum $9 per car 
beyond. In the corrected report this part of the finding has 
been changed to read that the charges “are, and for the future 
will be, unreasonable to the extent that they exceeded, exceed or 
may exceed those collectible on basis of sixth class rate contem- 
poraneously in effect.” The words “up to Long Island City 
Float Bridges plus a commodity rate of 76 cents per ton of 2,000 
pounds, minimum $9 per car beyond” are omitted in the cor- 
rected report. 


PETITIONS FOR REHEARING, ETC. 


Armour & Co., protestant in I. & S. Docket No. 2375, canned 
goods, Minnesota, Wisconsin, etc., to eastern seaboard and 
Canadian points, has petitioned the Commission for rehearing 
and reconsideration of the above entitled proceeding. 

The Louisiana Railway & Navigation Company, Louisiana 
Railway & Navigation Company of Texas, Louisiana & Arkansas 
Railway Company, Louisiana Western Railroad Company, Lake 
Charles & Northern Railroad Company, Morgan’s Louisiana & 
Texas Railroad & Steamship Company, Vicksburg, Shreveport 
& Pacific Railway Company, Illinois Central Railroad Company 
and the Yazoo & Mississippi Valley Railroad Company have 
petitioned the Commission for rehearing and a reopening of all 
matters involved in No. 12798, Galveston Commercial Association 
vs. G., H. & S. A. Ry. Co., Texas & Pacific Ry. Co. et al. 

Complainant’s petition for rehearing in No. 16139, Herrick 
Hardware Company et al. vs. N. Y. N. H. & H. Ry. Co. et al., 
is denied. 

A petition has been filed by A. W. Kendall, assistant general 
freight agent, Kansas City, Mexico & Orient Railroad Company, 
for postponement of the effective date of Fourth Section Order 
No. 8576, reduction in rates on live stock from competitive sta- 
tions on the Kansas City, Mexico & Orient Railway Company of 
Texas on traffic moving to Kansas City and St. Louis, Mo., 
Omaha, Neb., Chicago, Ill., and other points of destination named 
in Southwestern Lines’ Tariff No. 7-Z, F. A. Leland’s I. ‘C. C. 
1473. 





RELOCATION OF LINE 
The Louisiana Railway & Navigation Company has been au- 
thorized to abandon, as to interstate and foreign commerce, a 
portion of its line in Avoyelles Parish, and to construct a line 
in Avoyelles and Pointe Coupee Parishes, La. 
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HAY ON MILEAGE BASIS ‘ 


Attorney-Examiner Arthur R. Mackley, in a report on No. 
16502, Board of Railroad Commissioners of the State of South 
Dakota vs. Chicago & North Western et al., said the Commission 
should find the rates on hay from South Dakota to Minnesota, 
Iowa, Wisconsin, Illinois and Nebraska unreasonable to the ex- 
tent they will exceed a mileage scale suggested by him, the 
rates therein to be based on a minimum weight of 20,000 in a 
standard 36-foot car. He said it should also find that the ship- 
pers and receivers of hay from South Dakota are and will be 
subjected to undue prejudice and disadvantage and the shippers 
and receivers of hay from the other states named will be given 
an nudue preference and advantage to the extent that the rates 
proposed by him as reasonable from South Dakota are not ob- 
served as minimum rates from the other states. 

This maximum proposed scale from South Dakota, proposed 
as a minimum from the other states, begins with 8 cents for 10 
miles. It progresses one cent for a ten mile block up to 100 
miles; then one cent for each twenty mile block up to 30 cents 
for 380 miles; then one cent for each forty mile block up to 800 
miles at which point it is 41 cents; and then one cent for each 
fifty mile block up to 1,000 miles, and then one cent for each 
hundred mile block up to 1,200, at which distance it runs out 
with a rate of 47 cents. 

The proposed scale runs along with the Oklahoma-Texas 
scale up to 360 miles which runs out at 43 cents for 800 miles. 
The rate inthe proposed scale for 800 miles is 41 cents. Its 
adoption would require the raising of rates in Minnesota to dis- 
tances up to 400 miles. The Minnesota rate for that distance 
is 22.5 cents, the Oklahoma-Texas scale rate 32 cents, and the 
Mackley scale 31 cents. The proposed scale would force the 
raising of Nebraska rates for distances up to 120 miles. ‘The 
Nebraska rate for that distance is 17.5 cents, the proposed rate 
18 cents. The Nebraska scale runs out at 300 miles with a rate 
of 31 cents, at which the proposed rate would be only 27 cents. 

Mackley said the complaint attacked the rates as unreason- 
able and unduly prejudicial. Similar allegations, he said, were 
made in respect of rates to destinations in Montana, Missouri, 
Kansas, Colorado and Wyoming, but were withdrawn at the 
hearing, and, again in a petition opposing the petition of the 
carriers for further hearing. The complaint covered both wild 
and cultivated hay, South Dakota, the report saying, having the 
greatest acreage of wild hay of the four states composed of it, 
North Dakota, Nebraska and ‘Minnesota. The Greater Des 
Moines Committee intervened in behalf of the complaint and the 
Minnesota Commission in defense of the Minnesota scale and the 
protection of the interests of the Minnesota shippers. 


The carriers, Mackley said, asserted that rates on hay in 
Western Trunk Line territory were not made on any settled 
basis, having been made voluntarily, to meet competition and 
various local conditions of drought, crop failure and other emer- 
gencies, or by state authorities and that state rates had often 
been extended across state lines to meet competition; that the 
rate jumps at state lines were the result of intrastate adjust- 
ments and that the result ‘was a body of rates too low to be 


profitable. They contended that class C rates were the proper 
basis. 





SOUTHWESTERN NAVAL STORES 


Based on findings of unreasonableness and undue prejudice 
and of unreasonableness alone, Examiner W. J. Koebel, in No. 
15543, Turpentine & Rosin Producers’ Association vs. Alabama 
& Vicksburg et al., has recommended a revision of rates on naval 
stores from producing points in southwestern territory to des- 
tinations in central and western trunk line territories. He said 
the rates to central territory should be found unreasonable and 
unduly prejudicial and to western trunk line points unreason- 
able only. 

The complaint alleged the rates on rosin, rosin dross, tur- 
pentine and pine oil from Louisiana and Texas producing points, 
to destinations in the territories mentioned had been and were 
unreasonable and unduly prejudicial to the members of the 
association and unduly preferential of their competitors at 
producing points in southeastern and Mississippi valley terri- 
tories, which the examiner referred to as southern territory. 
It also alleged the failure of the carriers to establish and main- 
tain reasonable joint rates and through routes was unlawful. 
The complainant asked for new rates for the few and reparation. 

After comparing rates in the two producing territories to 
the territories of destination and discussing several cases cited 
for illumination on the subject, the examiner said: 


Upon the record made the commission should find that the 
rates assailed from all producing points in the southwestern group 
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Tentative Reports of the Commission 


to points in central territory have been since August 20, 1924, are 
and for the future will be, unreasonable and unduly prejudicia] 
to the extent that they exceeded or exceed those set out in the 
table below: - 

ur- 


Tur- 
pen- i Pen- 
To points in Cen- Rosin tine To pointsinCen- Rosin tine 
tral territory cents cents tral territory cents cents 
St. Louis, Mo..... coos 35 55 Columbus, Ohio ..... 42 66 
CMIGRME, Ble cecccedes 41 64 Cleveland, Ohio ..... 44 69 
Milwaukee, Wis. .... 43 66 DGtreit,. MIGM. cedcccs 44 69 
COIG, Iie ccceseese ee 32 51 Grand Rapids, Mich.. 44 69 
Louisville, Ky. ...... 37 58 Kalamazoo, Mich. ... 43 67 
Cincinnati, Ohio ..... 40 63 STEED), ORs) Bevin.es ones 47 14 
Indianapolis, Ind..... 40 


63 

Rates to other points in central territory should be made with 
relation to the rates to points above set forth. 

The commission should further find that the rates from all 
producing points in the southwestern group to Kansas City have 
been since August 20, 1924, are, and for the future will be, un- 
reasonable to the extent that they exceeded or exceed 36 cents on 
rosin and 56 cents on turpentine. The record will not support 
definite findings with respect to rates to other consuming points 
in western trunk line territory. Defendants should revise the 
rates to such other points in harmony with the rates herein rec- 
ommended to Kansas City and St. Louis. ; 

Complainant also asks that the commodity description of rosin 
and turpentine and articles taking the same rates published in 
connection with rates from southern territory also be prescribed 
in connection with rates from the southwestern group to which 
no objection is made by defendants. Uniformity in these descrip- 
tions: is undoubtedly desirable and they should be modified in 
accordance with complainant’s request. ; 

Complainant further asks that at intermediate points where 
commodity rates are not specifically published, rules be observed 
the same as those published in connection with the rates from the 
groups in southern territory. Rates found reasonable for appli- 
cation over defendants’lines cannot, under the fourth section of 
the interstate commerce act, be exceeded at intermediate points. 
Specific rates should be established to all points to which naval 
stores probably will move, subject to Rule 77 of the Commission’s 
Tariff Circular 18-A, or some other appropriate provision for the 
application of rates at intermediate points that do not exceed 
the rates to more distant points. 

Rates should be established in accordance with these recom- 
mendations on or before a date approximately 75 days after the 
commission’s report in this case is served. If that is not done 
an order should be entered. : : 

The prayer for reparation was limited at the hearing to ship- 
ments made by the Acme Products Company from DeQuincy. 
Since the plant of this company commenced operations in October, 
1922, shipments have been made to points in central and western 
trunk line territories, sold upon a delivered basis, and as to which 
it has been the general practice to prepay the freight. The 
Acme Products Company should be permitted to file statements 
under Rule V of the Rules of Practice covering shipments made 
on and after August 20, 1924, at rates higher than those to be 
established by defendants in this case in accordance with the 
findings of the commission; the statements to be accompanied 
by approximate affidavits as to whether this company paid or 
bore the freight charges. 


FLAXSEED BASIS SUGGESTED 


A basis for flaxseed rates, substantially 112.5 per cent of the 
contemporaneous rates on wheat, for intrastate application in 
Minnesota and interstate in the northwest, has been recom- 
mended by Examiner F. W. McM. Woodrow, in No. 16270, Board 
of Railroad Commissioners of the State of South Dakota Vs. 
Chicago & Northwestern et al., and I. and S. No. 2361, the latter 
embracing rates on flaxseed between Minnesota, North and 
South Dakota and Western Trunk Line points. He recommended 
findings under the first, third and thirteenth sections. The 
finding under the thirteenth section relates to the Minnesota 
intrastate rates. He said those rates should be found unduly 
preferential of Minnesota shippers and unjustly discriminatory 
against interstate commerce. 

Woodrow said the allegations of the complaint were ex- 
ceedingly broad. While they were not amended, he said, the 
complainant, at the hearing, withdrew some of the allegations and 
limited its requested findings in respect of other allegations. 
As summarized by him the complaint alleged the rates on flax- 
seed from points in South Dakota to Minneapolis, Duluth, Chi- 
cago, Milwaukee, Des Moines, Omaha, and Kansas City were un- 
reasonable; that the rates from South Dakota, Iowa, Minne- 
sota, Montana and North Dakota to the destinations mentioned 
were unduly preferential of shippers in the states mentioned, 
other than South Dakota; and that the intrastate rates from 
Minnesota points to Minneapolis and Duluth were unduly preju- 
dicial to South Dakota shippers and preferential of Minnesota 
shippers. 

After the filing of the complaint, Woodrow said, the parties 
attempted to reach an agreement in respect of the proper flax- 
seed basis. They failed and the case was set for hearing in 
February, 1925. When that was done some of the carriers filed 
schedules they thought proper. They were suspended in the 
suspension docket joined with the formal case and covered by 
this report. The carriers said the schedules were filed with 
a view to removing the cause of complaint. With exceptions, 
the schedules named rates equal to 120 per cent of the contem- 
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poraneous wheat rates. They were suspended upon the protests 
of the complainant and of some of the interveners, among the 
jatter being the Minnesota Commission, the North Dakota com- 
mission, users of flaxseed, and commercial organizations. The 
Fredonia Linseed Oil Works, Fredonia, Kans., an intervener, | 
asked for the prescription of specific rates from South Dakota 
points to Fredonia but the examiner said that inasmuch as the 
carriers serving Fredonia were not parties to the case that that 
could not be done. Then the intervener asked for specific rates 
to Kansas City which might be used as proportionals to 
donia. 

” Woodrow said that the rates on flaxseed now in use had no 
yniform relationship to the rates on wheat, the spread varying 
from station to station. In some instances he said they were 
one cent less than rates on wheat but that in most instances 
they were from half a cent to 8.5 cents higher from stations in 
South Dakota east of the Missouri and from 7 to 25 cents higher 
from stations west of that dividing line. From Minnesota to 
the two Minnesota markets, he said, the rates on the two grains 
were generally the same, exceptions being where rates on flax- 
seed were from a half to a whole cent higher than wheat. The 
intrastate rates in North Dakota, he said, were based, 110 per 
cent of those on wheat, but that little flaxseed moved, intrastate. 
The interstate rates from North Dakota, he said, were from 
half a cent to 3 cents higher than those on wheat, the maximum 
spread being 10 per cent of the wheat rates. From Montana 
points, he said, to North Dakota flaxseed was .6 cents higher 
than wheat, and to Duluth and Minneapolis the rates from 
Montana averaged 4.5 cents higher than wheat. In Canada, 
the report said, flaxseed moved on rates either the same as on 
wheat or from 1.5 to 2 cents higher. 

Carriers claimed, Woodrow said, that the main case in the 
matter was made by the suspended schedules, claiming they had 
demonstrated that the proposed rates were reasonable per se. 
But, he said, they overlooked the fact that in a suspension pro- 
ceeding they had to show that the proposed rates would be not 
only reasonable but non-prejudicial as well. They proposed, 
he said, to increase certain flaxseed rates from points in South 
Dakota adjacent to the line between the Dakotas and also to 
increase certain rates from North Dakota points. The result, 
he said, would be, if the proposed rates were allowed to become 
operative, a different level from the specified points in the 
two Dakotas than applied from other North Dakota points. He 
said the effect would be to create a situation such as existed 
along the South Dakota-Minnesota line, except that the spreads 
would not be as great. Financial data supplied by the Milwaukee 
and other carriers, he said, did not amount to a justification of or 
an excuse for the existing improper flaxseed basis. In con- 
clusion, he said: 


The Commission should find that the rates on flaxseed from 
South Dakota points to Minneapolis, Duluth, Chicago, Milwaukee, 
Des Moines, Omaha and Kansas City are unreasonable to the 
extent that they exceed the contemporaneous wheat rates to the 
respective points by more than 12.5 per cent; that reasonable 
rates on flaxseed for the future from and to these points will be 
rates which are 112.5 per cent of the contemporaneous wheat rates; 
that the existing rates on flaxseed from South Dakota to the 
destinations named are unduly prejudicial to South Dakota ship- 
pers and unduly preferential of shippers from Montana and North 
Dakota to the same destinations and from Minnesota to these 
destinations except Duluth and Minneapolis, that this undue preju- 
dice should be removed by the establishment of interstate rates 
on flaxseed from points in South Dakota, Minnesota, North Dakota 
and Montana which bear a uniform percentage relationship to 
the corresponding wheat rates, this percentage to be not more 
than 112.5 per cent; that the intrastate Minnesota flaxseed rates 
to Minneapolis and Duluth are unduly preferential of the Minne- 
sota shippers and unduly prejudicial to the South Dakota ship- 
pers and unjustly discriminatory against interstate commerce; 
that this undue prejudice and unjust discrimination should be 
removed by establishing nonprejudicial interstate flaxseed rates 
from South Dakota points to Minneapolis and Duluth in accord- 
ance with the preceding finding and by establishing rates on flax- 
seed properly graded, distance considered, from intrastate points 
east of the South Dakota-Minnesota state line to Minneapolis and 
Duluth. (This is necessary because the intrastate Minnesota 
rates on wheat are now unduly prejudicial. The intrastate flax- 
seed rates thus established will be somewhat in excess of 112.5 
per cent of the existing intrastate wheat rates); and that the 
schedules under suspension in I. & S. 2361 have not been justified. 
The suspended schedules should be ordered cancelled. : 


PROPOSED LIVESTOCK MILEAGE 


Attorney-Examiner Arthur R. Mackley, in No. 14190, Amer- 
ican National Live Stock Association et al. vs. Atchison, Topeka 
& Santa Fe et al. has proposed the adjustment of rates on live 
stock, in the territory between the Missouri River and the Pacific 
coast on a mileage basis. In this proceeding the live stock 
association, the National Wool Growers’ Association and indivi- 
duals alleged the rates on livestock shipped between ranges and 
feed lots in the territory west of the Missouri, and west of and 
including Kansas, Oklahoma, Texas and extreme western Ar- 
kansas and Louisiana on the one hand and the Pacific coast on 
the other, were unreasonable and unduly prejudicial. They 
asked, said Mackley, for reasonable mileage rates on fat and 
stock cattle, sheep and goats, on bases suggested by them. 

_ Rates to markets, he said, were not involved. Shipments 
Primarily in issue, he said, were of stock and feeder cattle, to 
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which he applied the first mentioned term, which it was fre- 
quently necessary to move, on short notice, between ranges and 
feed lots, in time of drought or other emergency, and on which 
there were no rates available, except combinations of local, joint, 
mileage, or other rates, including class B rates in Pacific coast 
territory. The movement of that character, he said, constituted 
two or three per cent of the total livestock movement. Com- 
plainants estimated that existing local or joint rates on an 
additional eight or ten per cent would be affected by the pro- 
posals they made. Mackley said that some of the existing rates, 
especially local rates and round-trip and feeding-in-transit rates 
of single lines, were lower than the rates for which request was 
made. Complainant's’ main witness, Mackley said, is so far as 
he was authorized, as secretary of the American Live Stock 
Association, did not object to an increase in those rates. A 
representative of Nevada shippers, Mackley said, opposed in- 
creases, in view of the existence of a large number of many 
round-trip and feeding-in-transit rates with which Nevada ship- 
pers were very well satisfied. The Wichita Union Stock Yards 
Co. and the Wichita Board of Commerce, interveners, on the 
ground that stock cattle were now quite generally centralized 
and sold at markets such as Wichita, objected to the exclusion 
of market rates from any order favorable to the complainants. 

Complainants asked for the establishment of maximum scales 
on fat cattle as a basis for rates of 75 per cent of the fat cattle 
rates on stock cattle in some of the territory concerned, and 
85 per cent in the remainder of the territory. They also asked 
for rates on sheep and goats in double deck cars on the same 
basis as the rates on fat cattle in single deck cars. 

The Northwestern Livestock Shippers’ Traffic League, inter- 
vener, asked that the rates on stock cattle be made 75 per cent 
of the rates on fat cattle, but further asked that no rates be 
prescribed in this proceeding on fat cattle, in the Pacific north- 
west, in advance of decisions in cases pending, involving rates on 
cattle in that territory. 

Complainants suggested a division of the territory into three 
groups: No. 1 to embrace the territory west of the Missouri 
to and including the line of the Santa Fe from El Paso north 
to Trinidad; thence the line of the Colorado & Southern north 
through Cheyenne to Wendover; thence the line of the Burling- 
ton through Casper, Wyo., to Billings, Mont.; and thence by a 
line to the Canadian border; No. 2, the territory west of No. 1 
to the eastern state line of Washington, Oregon and Nevada 
and the western line of Arizona; No. 3 to include Washington, 
Oregon, Nevada and California west of No. 2. 

In group No. 1 the complainants asked for the mileage 
scale prescribed in Shreveport-Texas Cattle, Lignite, Wood and 
Tanbark, 48 I. C. C. 283, known as the 958 scale, modifying the 
so-called 1716 scale prescribed in 22 I. C. C. 160; in No. 2 that 
scale increased 10 per cent, with option to the carrieirs of con- 
tinuing maximum per car rates not higher than those for 
group No. 3; and No. 3, the Arizona-California scale prescribed 
in American National Live Stock Association vs. S. P., 26 
I. C. C. 87; 82 I. C. C. 488; 32 1. C. C. 515. 

In groups Nos. 1 and 2, 75 per cent of the fat cattle rate 
is the basis for stock cattle rates. In’ No. 3 the basis is 85 per 
cent with additions for branch line hauls and joint line hauls. 

Mackley recommended a scale for group No. 1 substantially 
like the 958 scale; for group No. 2, about 20 per cent higher and 
for No. 3, about 10 per cent higher than for No. 2. In bringing 
his discussion of the whole subject of rates on all kinds of 
cattle to an end, Mackley said: 


Upon all the facts of record the commission should find that the 
rates on livestock throughout the territory in issue are unreasonable 
and unduly prejudicial, and that a reasonable maximum basis, which 
would also effect a proper relationship of the rates to each other, 
would be the mileage soales hereinafter proposed. Such an adjust- 
ment would not only afford a definitely ascertainable maximum rate 
to the shipper, but would also stabilize an adjustment of rates over 
a@ wide territory that has heretofore been, and is now being, by the 
complaints now pending, dealt with piecemeal. However, the group- 
ings and rate bases should differ somewhat from those proposed by 
complainants. Three groups are proper, but group 1 should exclude 
eastern New Mexico, differential territory in Texas, and South Dakota 
west of the Missouri River, and be confined to western Arkansas and 
Louisiana, to Texas other than differential territory, to Oklahoma, 
Kansas, Nebraska, Colorado east of and including Colorado common 
points, and to Wyoming east of and including Cheyenne. Group 2 
should embrace the territory west of that described as group 1, to 
the eastern borders of Washington, Oregon and California. Group 3 
should embrace Washington, Oregon and California. The rates on 
live stock in these three groups should not exceed those shown in 
the appendix hereto. The rates there shown are for fat cattle in 
single deck cars, and for fat calves, sheep or goats in double deck 
cars. The rates on other live stock should not exceed the following 
percentages of the contemporaneous rates on fat cattle: Stock cattle 
in single deck cars and feeder sheep or goats in double deck cars, 
80 per cent; calves, except stock calves, in single deck cars, 115 per 
cent; stock calves in single deck cars, 90 per cent; and sheep or 
goats.in single deck cars, 125 per cent. The rates on all live stock 
should be the same for single and joint line hauls for distances beyond 
500 miles. For distances up to and including 500 miles the differen- 
tials for joint-line hauls should not exceed 3.5 cents on fat cattle 
in single deck cars, and fat calves, sheep or goats in double deck cars; 
and 4.5 cents on calves, sheep or goats in single deck cars. Distances 
should be computed over the shortest routes, but need not embrace 
the lines, or parts of lines, of more than three carriers. Carriers 
operating under a common control or management should be treated 
as a single line. The rates between groups should be made by 
adding to the rate, applicable in the lower rated group, for the entire 
distance between. groups the difference or differences between the 
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rates in the higher and lower rated groups for the distance or dis- 
tances traversed in the higher rated group or groups. For example, 
for 600 miles between groups 1 and 2, divided 300 miles in each group, 
the rate should be that applicable for 600 miles in oup 1, plus the 
difference between the respective rates for 300 miles in groups 1 
and 2; for 600 miles between groups 2 and 3, divided 300 miles in 
each group, the rate should be that for 600 miles in group 3, plus 
the difference between the respective rates for 300 miles in groups 
2 and 3; and for 900 miles between oups 1, 2, and 3, divided 300 
miles in each group, the rate should be that applicable for 900 miles 
in group 1, plus the difference between the respective rates for 300 
miles in groups 1 and 2, and plus also the difference between the 
respective rates for 300 miles in groups 2 and 3. The rates prescribed 
should apply in connection with the following minimum weights: 


Fat Stock Sheep 

Cattle Cattle -———Calves—, and Goats 

Cars: Length, ean. Bh &.D. 2D. Ce B.D. 
Internal Measurement Ibs. lbs. Ibs. Ibs. Ibs. Ibs. 
36 ft. 7 in. and under...... 22,000 20,000 16,000 24,000 12,000 22,000 
38 ft. and over 36 ft. 7 in.. 24,000 21,500 17,000 25,000 14,000 24,500 
40 ft. and over 38 ft........ 24,500 21,500 17,000 25,000 14,000 24,500 
41 ft. and over 40 ft........ 26,000 22,038 18,000 26,000 14,350 25,113 
42 ft. and over 41 ft........ 26,000 22,575 18,000 26,000 14,700 25,725 
43 ft. and over 42 ft........ 26,338 23,113 18,000 26,338 15,050 26,338 
44 ft. and over 43 ft........ 26,950 23,650 18,150 26,950 15,400 26,950 


S. D.—Single Deck Cars. D. D.—Double Deck Cars. 


Complainants do not ask for rates to markets, but the rates 
herein recommended should be the maximum rates to and from 
markets as well as between ranges. 


The appendix showing the scales recommended by the 
examiner is as follows: 


REASONABLE RATES IN CENTS PER CWT. 
Group1 Group2 Group3 
9 11 10 


14.5 13 
18 16.5 
21.5 20 
25 23 
29 26.5 
31 28.5 
33.5 31 
36 33 
39.5 36.5 
43 40 
45.5 42 
48 44 
50.5 46 
53 48.5 
55 50.5 
57.5 53 
60 55 
62.5 57 
65 59.5 
67 61.5 
69.5 64 
2 66 
74.5 68 
77 70.5 
79 72.5 
81.5 75 
84 77 
86.5 79 
9 81.5 
91 83.5 
93.5 86 
96 88 
98.5 90 
101 92.5 
103 94.5 
105.5 97 
108 99 
110.5 101 


DATING OF BILLS OF LADING 


Examiner Alfred S. Knowlton has recommended dismissal 
of the complaint in No. 16500, Calumet Baking Powder Com- 
pany vs. Angelina & Neches River Railroad Company et al., on 
a proposed finding that rates on three cars containing less-than- 
carload shipments from Chicago, Ill., to destinations in the 
southwest were not unreasonable or otherwise unlawful. The 
complainant alleged that the rates applied on the shipments, 
which included baking powder and other articles of commerce, 
were unreasonable, unjustly discriminatory, unduly prejudicial 
and preferential and in violation of Section 6 of the act in that 
the rates charged were those in effect August 26, 1920, instead 
of those in effect August 25, 1920. Reparation was sought. The 
examiner said no evidence was presented under sections 2 and 
3 of the act and that no attack was made on the intrinsic reason- 
ableness of the rates themselves, and that the question resolved 
itself into one of proper tariff application. 


On August 25, 1920, according to the report, complainant 
loaded the cars in question at its Chicago plant, placed bills of 
lading and shipping instructions therein covering the various 
shipments, sealed the cars and notified the Baltimore & Ohio 
Chicago Terminal Railway to transport them to the freight 
house of the Santa Fe at Corwith in Chicago. The examiner 
said it appeared that the cars were moved from complainant’s 
plant on August 25 and received at the Santa Fe freight house 
on August 26, 1920. The movement was made on switch tickets 
or waybills which did not contain a list of the individual ship- 
ments and consignees but only showed the car numbers with 
complainant as the shipper and the Santa Fe freight house as 
the destination, the report said. Upon receipt of the cars at the 
freight house the seals were broken by the proper representa- 
tives of the Santa Fe, the contents checked, waybills prepared 
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and bills of lading issued in accordance with shipping instruc. 
tions placed inside the cars by complainant. The bills of lading 
which had been dated August 25 by the complainant were dateg 
August 26 or thereafter by the Santa Fe. Charges were qj. 
lected pursuant to rates applicable as of August 26, 1920, which 
rates were in excess of those applicable August 25, 1920. 

Examiner Knowlton said that, on first approaching the ques. 
tion presented, it appeared that the shipments were received by 
defendant carriers on August 25 and that the rates as of that 
date should have applied. Should the shipments have beep 
damaged on the evening of August 25, he said, there could be 
little doubt but that the carriers would have been liable therefor. 
He said the question to be determined was when the contract 
for transportation became binding on both parties. Continuing, 
the examiner said: 


The bill of lading in use during the period in srcation reads as 
follows: ‘‘Received, subject to the classifications and _ tariffs in effect 
on the date of the issue of this bill of lading.” On May 20, 1911, ex 
parte 30, Third Supplemental Order Relative to Irregularities in Dat- 
ing Bills of Lading, the commission made the following order: 

“The commission finds that line carriers generally issue bills of 
lading for shipments switched to them by other carriers. The lines 
performing the switching service, although they are the originating 
carriers, generally issue only switching tickets, which identify the 
shipment YA car number and indicate the line carrier to which 
switching delivery is being made, but which do not indicate des- 
tination or consignee. Upon receipt of such switching tickets and of 
shipping instructions, the line carriers issue bills of lading. Some 
carriers date such bills of lading as of the day they are actually 
made. Others follow the date upon the switching ticket. The latter 
practice was the occasion for our order of November 17, 1910. The 
bill of lading contains the contract for transportation to a named 
destination. Such contract should be dated as of the day that it is 
actually made; that is to say, the day that such destination is jndi- 
cated to the carrier and the shipment committed to it under the 
contract of transportation thereto. The practice of misdating bills 
of lading in such cases is not only a violation of the law against 
making false entries, but it has been the occasion for frauds upon 
purchasers under time contracts, to which frauds carriers should not 
be accessories. 

“In cases where switching tickets show consignee and destination 
and are, in effect, informal bills of —s, issued by initial carriers, 
we do not now perceive any objection to the issuance of more formal 
— by, line carriers, based thereon and conforming to the date 
thereof.”’ 

Under this ruling the carrier was obliged to make its con- 
tract for transportation as of August 26, 1920, and the rates as 
of that date would be applicable in accordance with the bill 
of lading. Had complainant made out an informal bill of lading 
showing the consignee and the destinations it would have been 
entitled to the rates as of August 25, 1920, but it did not do so. 
It is unnecessary to determine the status of the shipments during 
the interim prior to the issuance of the bills of lading. 

The commission should find that the rates assessed were not 
unreasonable or otherwise unlawful and the complaint should 
be dismissed. 


CLAIM HELD BARRED 


Dismissal of the complaint in No. 16560, Armour and Com- 
pany vs. Director General, as agent, has been recommended by 
Examiner W. A. Hill on a proposed finding that complainant’s 
claim for reparation on shipments alleged to have been mis- 
routed in the period of federal control was barred by the statute 
of limitation. 

Complainant, by informal complaint filed August 10, 1922, 
and by formal complaint filed December 11, 1924, alleged that 
various shipments of canned hominy, fruits and vegetables, and 
hams, moving between March 15, 1918, and February 19, 1919, 
from and to points in Indiana, Ohio, West Virginia, Virginia, 
Kentucky, Tennessee, and Georgia, were misrouted, and that 
such misrouting resulted in the collection of charges which 
were illegal in violation of Section 6 of the act. 

The examiner said the record indicated that the shipments 
were in fact misrouted but that it remained to determine 
whether the complaint was barred. On that point he said: 


Complainant contends that damages resulting from mis-routing 
constitute such overcharges as are contemplated by Section 206 (c) 
of the Transportation Act, 1920, as amended February 24, 1922, and 
that the complaint, therefore, was seasonably filed. In support of 
this contention, it relies principally upon the wording of the commis- 
sion’s conference ruling 214(c) and various formal decisions of the 
commission holding that it is the duty of the initial carrier to for- 
ward unrouted shipments over the cheapest available reasonable route. 
Neither conference ruling 214(c) nor the cited decisions support com- 
plainant’s contention. 

In Brown Coal Co. vs. Director General, 87 I. C. C. 130, the fol- 
lowing appears: 

“Its (complainant’s) contention is that the damage resulting from 
this alleged misrouting constitutes an overcharge within the meaning 
of Section 206(c) of the transportation act, 1920, as amended Febru- 
ary 24, 1922. We have considered that question informally on several 
occasions and have found that such damages are not ‘overcharges 
above the legal tariff charges’ as contemplated by that amendment.’ 

The commission should find that the complaint is barred by the 
statute and should dismiss the complaint. 


CHARGES WERE ILLEGAL 


In a report on No. 15993, Pacific Coast Shippers’ Association, 
Inc., et al. vs. Akron, Canton & Youngstown et al. Examiner 
Andrew C. Wilkins said the Commission should find the rates 
charged on lumber and other forest products, from points in 
Washington, Oregon, Idaho, Montana and British Columbia, since 
December 24, 1921, to destinations in Indiana, Michigan and Ohio 
were illegal and award reparation to the basis of the legal 
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hnarges indicated by him. The complaint alleged the charges 
cam illegal, in violation of the sixth section, in that they ex- 
ceeded the legally applicable rates published to the next more dis- 
ant station indexed in the applicable Countiss tariffs. The West 
Coast Lumbermen’s Association of Portland, Ore., and the 
Traffic Service Corporation of Seattle, Wash., intervened in 
support of the complaint and asked for like relief in behalf of 
their members and other named shippers. 

The rates were combinations based on Chicago, Peoria, East 
St, Louis and other gateways, prior to December 24, 1921, 
except to a few points in the Chicago district and the upper 
peninsula of Michigan, the report said. On that date, Wilkins 
said, through rates for the first time became effective from 
points of origin to the destinations named in supplement 6 to 
Countiss’ I. C. C. No. 1079. The rates as then published were 
planketed with exceptions to Indiana and Michigan, as taking 
Cincinnati-Detroit rates, but various Ohio points were specifically 
named as taking the Cincinnati-Detroit rates and it was pro- 
yided that all other points in that state should take the Pitts- 
purg-Buffalo rates, with an intermediate application rule attached 
to the supplement. The aggregate of intermediates rule, Wilkins 
said, was omitted from Countiss I. C. C. No. 1104 cancelling his 
Lc. C. No. 1079, effective June 6, 1922. In lieu of the item 
omitted an intermediate group was created including the western 
art of the southern peninsula of Michigan and the western 
part of Indiana, to take Grand Rapids-Evansville rates. The 
intermediate rule was carried forward into No. 1104. Later in 
supplement No. 13, effective April 17, 1923, particular counties 
in the Grand Rapids-Evansville group were specified in connec- 
tion with the names of points within the group. Other counties 
were named in connection with points in the Detroit-Cincinnati 
roup. 
. Specific routing was provided in I. C. C. Nos. 1079 and 1104 
only to the junctions with the C. F. A. lines. Beyond those 
junctions the routing was unrestricted, the examiner said. 


To provide for rates to intermediate points, after the plan 
of naming certain points and designating the counties in which 
they were to be found was put into use, a somewhat different 
intermediate rule was published over specifically named points 
in Ohio, Indiana and Michigan. It said that “ to unnamed inter- 
mediate points located between two points to which the same 
rate is published herein, apply the rate published to the next 
more distant point.” The complainants showed that there was 
a wide difference of opinion among railroad men as to the legal 
rates from December 24, 1921, as to the Ohio points, and from 
June 6, 1922, as to the destinations in Michigan and Indiana, 
up to November 19, 1923, when supplement No. 6 to Countiss’ 
IL Cc. C. No. 1124 became effective. That supplement indexed 
practically all destinations in Michigan, Indiana and Ohio, as 
taking a particular rate basis. 


As construed by the complainants the tariffs made the 
Grand Rapids-Evansville rates applicable to practically all points 
in Indiana and Michigan other than those in the Chicago district 
and the Detroit-Cincinnati rates applicable to practically all 
points in Ohio because open and therefore available routes 
beyond the junction points enabled shippers to make those 
rates applicable under the intermediate application rules, leav- 
ing the higher Buffalo-Pittsburgh rates to apply practically to 
stub-end branch line points only. The defendants contended that 
because the name of the county in which an obscure station like 
Valley Junction, O., was located was not specified it was entirely 
unfair to claim that a lower rate was therefore fixed to large 
consuming points such as Columbus, Cleveland, Akron and Alli- 
ance. They further contended, Wilkins said, that so to construe 
and misapply a tariff might well bankrupt a carrier, and that in 
the instant case, would require refunds of rates not even claimed 
to be inherently unreasonable. 


The carriers contended that the intermediate rule was in- 
tended to provide rates only for unnamed points within given 
geographical groups and not to give lower rates to points 
geographically within higher rated territory for no reason other 
than that by the use of circuitous routes the unnamed points 
could be thrown into lower rated groups. In substance Wilkins 
said that that might have been the intention of the carriers but 
the language they used prior to the language of the tariffs now 
in effect did not disclose the intention. In conclusion he said: 


Although it may have been the intention of defendants to 
restrict the application of the intermediate provisions of item 2 
to particular geographical rate zones or groups and to make 
effective in cases of duplicate points in different counties, the rate 
basis of different groups for the several counties and to have 
restricted the routing to make such a situation effective, and al- 
though shippers may admit that such was probably the intentions 
of the framers of the tariffs nevertheless the language of the 
tariffs did not give effect to such intentions, and parties to a 
transportation transaction cannot lawfully stipulate than any 
other than the legally applicable tariff rate shall apply. In Lamb- 
Fish Lumber Co. vs. Y. & M. V. R.. R. Co. 43 I. C. C. 476, the 
commission said: “We have repeatedly held that proof of error in 
the publication of rates does not justify a departure from the 
published rates. The fact that shippers may have full knowledge 
that the rates were published in error cannot alter the plain terms 
of the law.” This holding is referred to with approval by the 
Supreme Court in its decision quoted from above. 

The present wording of the tariffs does give effect to the rates 
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claimed by defendants to have been intended originally and there 
is no controversy over the rates now effective. 

The commission should find that on and after December 24, 
1921, the rates to points in Michigan, Indiana, and Ohio, specifically 
named in Agent Countiss’ tariffs I. C. C. Nos. 1079, 1104, and 1124 
and until November 19, 1923, when Supplement 6 to No. 1124 
became effective, were the rates legally applicable under original 
billing or reconsignment to all such points including instances 
where two or more points of the same name were shown without 
indicating the particular county in which located until the date 
in each such instance within that period that the tariffs were 
amended to specify a particular county in connection with such 
points, and were also the rates legally applicable under original 
billing or reconsignment to any intermediate points, over routes 
authorized in the tariffs, which were not specifically indexed or 
named as taking a particular rate or rate basis within that period. 


STOCKER CATTLE RATES 


Examiner W. M. Cheseldine, in No. 15934, Borroum & Tucker 
vs. Midland Valley et al., said the Commission should find the 
rates charged on stocker cattle, from Alfred, Tex., to Foraker, 
Okla., shipped in April, 1922, were inapplicable, that the ap- 
plicable rates were unreasonable, and award reparation. The 
complaint alleged the rates were unjust, unreasonable, excessive 
and illegal, in violation of the first and sixth sections. 

The cattle originated in the cattle tick quarantine area and 
were subject to federal and state laws and regulations for the 
prevention and spread of infectious or contagious diseases 
among live stock. Under these rules the cattle were due to be 
stopped in transit for dipping to rid them of ticks and could 
not be moved beyond the quarantine area until a federal in- 
spector declared the animals free of ticks. 

The examiner found that the charges imposed on account of 
the movements made necessary for dipping at Dallas, Tex., and 
Oklahoma City resulted in overcharges amounting to $36.96 per 
car. In addition he said the Commission should find that the 
applicable rates for the aggregated hauls were unreasonable to 
— they exceeded 50 cents and award reparation to that 

asis. 


ARIZONA TRAFFIC CASES 


In a report on further hearing on No. 12364, Southern Traffic 
Association et al. vs. Director-General, Arizona Eastern et al.; 
No. 12391, Same vs. Same; and No. 13180, Tovrea & Company vs. 
Director-General, Examiner F. M. Weaver said the Commission 
should find rates on cereals and cereal products, from Phoenix, 
Solomon, Safford and other points in Arizona, and on hay from 
Willcox, Ariz., to Douglas, Lowell and Bisbee, Ariz., in the period 
of federal control unreasonable and award reparation. A second 
finding, he said, should be that rates on hay, from Phoenix, Fort 
Thomas and other points in Arizona taking the same rates, to 
Douglas, Lowell and Bisbee, also in the control period, were un- 
reasonable and award reparation. A third finding recommended 
was that rates on live stock, from various points in Arizona, 
also in the control period, to Bisbee, were unreasonable and the 
complainants entitled to reparation. 

Reports in Nos. 12364 and 12391 are in 81 I. C. C. 609 and 
in the Tovrea case in 81-I. C. C. 583. The complainants asked 
for further hearing in the two first mentioned cases, referred to 
by the examiner as the Southern Arizona Traffic cases. The 
Director-General asked for the further hearing in the Tovrea 
case. 

In the first group of cases the examiner said the Commission 
should find the rates on hay unreasonable to the extent they 
exceeded 23 cents and that the rates on cereals and cereal prod- 
ucts were unreasonable to the extent they exceeded the rates 
contemporaneously in effect for transportation over two lines; 
and that complainants were entitled to reparation. 

As to the Tovrea case, the Director-General alleged there: 
was direct conflict between it and the Southern Arizona cases.. 
The examiner said the Commission should affirm its decision in 
the Tovrea case. . 


BUTTER AND EGG REPARATION 


A finding of unreasonableness and an award: of reparation 
have been recommended by Attorney-Examiner William B. 
Hunter, in No. 16515, Benson Produce Co. vs. Great Northern et 
al., as to commodity rates on butter, eggs and dressed poultry 
from Benson, Minn., to Chicago, Milwaukee and other destina- 
tions. The finding was that the commodity rate of 83.5 cents 
imposed on shipments on and after April 14, 1922, to Chicago 
and Milwaukee was unreasonable to the extent it exceeded a 
rate of 77 cents established December 6, 1923. The further find- 
ing was that as to shipments to points in Official Classification 
territory, other than Chicago, the rates were unreasonable to 
the extent the factor to Chicago exceeded 77 cents. Reparation 
was recommended to that basis. 


NATURAL GASOLINE RATES. 


Examiner Harris Fleming has recommended the dismissal 
of No. 14995, Phillips Petroleum Company vs. Atchison, Topeka 
& Santa Fe et al., on a finding that rates on natural gasoline, 
from Bartlesville and other points in Oklahoma taking the same 
rates, to Bayonne, Bayway and Paulsboro, N. J., and Olean, N. 
Y., are not unreasonable. The gasoline in question is that. 



































































———— 
















obtained by absorption or compression processes, from natural 
gas. As obtained it is not suitable as motor fuel, being lighter 
and evaporates more readily than the usual kind. In view of the 
fact that it is used for blending with heavier cuts from crude, 
the suggestion was made that it corresponded in a way, with 
crude oil and that as the carrier received an outbound haul on 
it when used for blending purposes it should be given a lower 
rate than ordinary gasoline. The examiner said the Commission 
had considered that point in several cases and had uniformly 
refused to accept the view that the product was not gasoline. 
He said no reasons had been shown in this case for a different 
basis of rates than applied on petroleum products. 


PYRETHRUM FLOWER REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner E. H. Kerwin, in No. 16636, 
Traffic Bureau, Winona Association of Commerce et al. vs. Chi- 
cago, Rock Island & Pacific et al., as to the rates on imported 
pyrethrum flowers, shipped from Seattle, Tacoma and San 
Francisco, ground, under a transit arrangement, at Minneapolis 
and the product shipped to Winona, Minn. The shipments con- 
sisted of 11 carloads, forwarded between Dec. 17, 1921, and Dec. 
5, 1922. The ground flowers are used as insecticides. At 
present the importation is comparatively small, on account, the 
examiner said, of the popularity of liquid insecticides, but the 
expectation is that the popularity of the liquid poisons will die 
out and the flowers come back into use when the movement 
will be greater. 

When the first three cars moved there was a rate of $2.665 
which was later reduced to $2.40. In Jan., 1923, that rate was 
reduced to $1.75. The examiner said the Commission should 
find the higher rates unreasonable to the extent they exceeded 
$1.75 and award reparation to that basis. He said the Com- 
mission should find that the allegation under the second and 
third sections had not been sustained. 


CUMMINS AMENDMENT CASE 


Attorney-Examiner W. B. Hunter, in a report on No. 15914, 
Armour & Company et al. vs. Director-General, Chicago, Mil- 
waukee & St. Paul, et al., said the Commission should find rules 
and regulations requiring declarations of value, by shippers of 
ordinary live stock, and all limitations attached thereby to the 
rates, unlawful and void on and after Aug. 9, 1916, the date 
of the approval of the second Cummins amendment to section 
20 of the interstate commerce law, and award reparation to the 
basic rates. 

The formal complaint, taking the place of informal claims 
filed to obtain refunds if possible, alleged that between Aug. 8, 
1916, and Aug. 8, 1918, they made shipments of ordinary live 
stock on which they were charged rates which were higher than 
those applicable if certain values were declared by the consignor; 
and that the rates charged were in violation of the first three and 
twentieth sections of the interstate commerce law. Reparation 
only was prayed. The examiner said the shipments delivered 
prior to federal control were barred under section 16. He said 
that the allegations concerning sections 2.and 3 were withdrawn 
and that that under section 1 was confined to such violation of 
that section as might have resulted from disregard of the twen- 
tieth section. 

During the time of the movement, the examiner said, the 
carriers maintained standard or basic rates on live stock the 
value of which was declared by the shipper, did not exceed 
specified amounts. These rates, he said, were increased by 
specified percentages when the declared value exceeded the 
standard or basic value. The facts, he said, were the same 
as in North Packing & Provision Co. vs. C. M. & St. P., 69 


I, C. C. 235, 80 I. C. C. 737, and that the discussion needed not to 
be repeated in this case. 


RATES ON PINE LUMBER 


In a proposed report in No. 16397, Traffic Bureau-Chamber of 
Commerce, Lynchburg, Va., vs. Atlantic Coast Line et al., Ex- 
aminer C. W. Berry has recommended a finding that a rate of 
29% cents on pine lumber from Bonneau, §S. C., to Chatham, Va., 
was not shown to have been unreasonable, in violation of the 
fourth section, or unduly prejudicial to Bonneau or unduly 
preferential of Charleston, S. C. As to a rate of 25% cents on 
pine lumber from Jalapa, S. C., to Danville, Va., he recommended 
a finding that it was, is, and for the future will be unreasonable 
to the extent that it exceeded or exceeds 20% cents per 100 
pounds, and that reparation be awarded to William & Mce- 
Keithan Lumber Company. The report also embraces a sub 
number, Same vs. Columbia, Newberry & Laurens et al. 


RATES ON STRAWBERRIES, ETC. 


An award of reparation has been recommended by Examiner 
W. M. Cheseldine in a proposed report in No. 16414, Coulbourn 
Fruit Company et al. vs. Baltimore & Ohio et al., on a finding 
that rates on strawberries and tomatoes, in carloads, from 


‘ points in Tennessee and Kentucky to Youngstown, Ohio, were 


and are unreasonable. The shipments moved in May and July, 
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1922, from Woodburn, Franklin and Bristow, Ky., and Milan 
Portland and Gibson, Tenn., at rates ranging from $1 to $1.295, 
The examiner said the Commission should find that the rates 
charged were unreasonable to the extent that the rates on stray. 
berries from Milan exceeded $1.025, and from the other points of 
origin, 90 cents, and that the rate applicable on tomatoes from 
Gibson was unreasonable to the extent that it exceeded 815 
cents. He said the Commission should further find that the 
present rates complained of were and for the future would be 
unreasonable to the extent that they exceeded or might exceeq 
the rates contemporaneously maintained on the same con. 
modities from the same points of origin to Pittsburgh, Pa. 


CAST IRON PIPE BASIS PROPOSED 


A finding of unjust discrimination and undue prejudice, byt 
not of unreasonableness, has been recommended by Examiner 
Alfred S. Knowlton in No. 16390, Wichita Chamber of Commerce 
et al. vs. Alabama & Vicksburg et al., as to rates on cast iron 
pipe and fittings, in carloads, from points in Alabama, Georgia, 
Tennessee and North Carolina to Wichita. He used the rate 
from Birmingham group to Enid, Okla., as controlling and said 
the rates from the other points of origin should be adjusted in 
accordance with the relationship maintained at Enid. Specific. 
ally, he said, the Commission should find the rate to Wichita from 
the Birmingham group not unreasonable, but unduly prejudicial 
against Wichita and unduly preferential of Oklahoma points and 
Kansas City to the extent it exceeded or exceeds the contem- 
poraneous rate to Enid, Okla., and that the rates from other 
points of origin should be adjusted in accordance with the rela- 
tionship maintained at Enid; that the undue prejudice should 
be removed in such manner that the rate to Wichita would not 
be greater than the rate to Kansas City by more than the present 
rates to Enid were over the present rates to Kansas City. He 
said no damage had been proved under the second and third 
sections and that therefore reparation should be denied. 


EAST ST. LOUIS BRICK RATES 


Examiner A. S. Worthington has recommended the dismissal 
of No. 16589, H. & R. Mining and Manufacturing Co. vs. Alton 
& Southern et al., on a finding that the rates on articles in the 
uniform brick list, from East St. Louis to points in the St. Louis 
switching district, are not unreasonable or otherwise unlawful. 

The examiner said that while the complainant alleged that 
the rates from its plant in East St. Louis to points in St. Louis 
were unreasonable, it said at the hearing that “we are trying to 
show that the rates from outside points in East St. Louis are 
unreasonably low rather than to base the major portion of our 
complaint on the fact that our rates are too high.” The outside 
point's referred to in the testimony meant brick producing points 
withiin a comparatively short distance from East St. Louis. The 
examiner said the Commission should find the record did not 
warrant a finding that the rates complained of were unreason- 
able or that the adjustment resulted in any unjust discrimination 
or undue prejudice. 


EXAMINER RECOMMENDS DISMISSAL 


Examiner Burton Fuller has recommended the dismissal of 
No. 16475, Union Bag & Paper Corporation vs. Boston & Maine 
et al., on a finding that rates on imported wood pulp, from Bos- 
ton, Mass., to Hudson Falls, N. Y., are not unreasonable or un- 
duly prejudicial. The complaint alleged the rates unduly pre- 
ferred paper mills at Niagara Falls, Phoenix and Watertown, 
N. Y. The Commission was asked to prescribe new rates and 
award reparation on shipments moving since October 23, 1923. 


RATES ON COTTONSEED-HULL FIBER 


An award of reparation has been recommended by Examiner 
M. W. Knowlton in a proposed report in No. 16683, George C. 
Speir & Company, Inc., vs. Alabama Great Southern et al., on 
a finding that rates charged on shipments described as cotton- 
seed hull fiber or shavings from Sylacauga, Ala., to Meridian, 
Miss., were in excess of the applicable rate. He said the com- 
plaint of unreasonableness should be dismissed. 

Complainant alleged that the commodity shipped was cotton- 
seed-hull shavings or a commodity of such low-grade material 
that a reasonable rate would have been that which was legally 
applicable on cottonseed-hull shavings. The shipments were 
originally billed as cottonseed-hull fiber or shavings but the de- 
scription was changed by the Southern Weighing & Inspection 
Bureau to cotton linters. In the period of movement a class A 
rating was applicable on fiber or shavings in carloads. In De- 
cember, 1921, when two of the shipments moved, cotton rates 
were applicable on- cotton linters. In April, 1922, when 3 cars 
were shipped, cotton linters took sixth-class rates. Charges on 
the first two shipments were based on a rate of 9114 cents, and 
on the other shipments on a rate of 63 cents. The rates appli- 
cable on cotton linters were 86.5 and 68.5 cents respectively, 
the examiner said. Complainant contended that the class A rate 
of 48 cents should have been charged on all the shipments. The 
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examiner concluded that the applicable rate was the class A 
rate of 48 cents. 


RATES ON CANNED MILK 


Dismissal of the complaint has -been recommended by At- 
torney-Examiner W. B. Hunter in a proposed report in No. 16371, 
Milk Producers Co-operative Marketing Company vs. Baltimore 
& Ohio et al., on a finding that fifth-class rates charged on 
evaporated milk in tin cans, in boxes, in carloads, from Pecaton- 
ica, Ill., to destinaitons in trunk line territory were not and are 
not unreasonable or otherwise unlawful. Complainant alleged 
that the fifth-class rates were unreasonable and that they and 
the commodity rates to the same destinations from Beloit, Foot- 
ville, Jefferson, Oconomowoc, Elkhorn, Johnson Creek, Sharon, 
Sullivan, Oostburg, Denmark, Juneau and New London, Wis., 
were unjustly discriminatory and unduly prejudicial. 

Mr. Hunter said it was expected that pursuant to the de- 
cision in Canned Goods to Eastern Points, 101 I. C. C. 502, higher 
rates from certain of the Wisconsin points would be established 
and that the present rates from Pecatonica would not then be 
out of line. He said there was no evidence of damage to com- 
plainant from any undue prejudice that might have existed 
prior to that readjustment of rates. 


CONTROL OF VICKSBURG ROUTE 


In a reply brief of applicants in the matter of the joint 
application of the Yazoo & Mississippi Valley and the Illinois 
Central for authority to acquire control of the Alabama & 
Vicksburg and the Vicksburg, Shreveport & Pacific by leases, 
counsel declare that the acquisition proposed is in the public 
interest. Certaintly, they say, the following has been estab- 
lished: 

First, that the Illinois Central will be benefited; second, that 
the Vicksburg route will be benefited; third, that a new competieive 
influence will be created in the southwest; fourth, that a new route 
will be afforded whereby traffic may more speedily and economically 
be interchanged between the southwest and important consuming 
and producing territory in the central west; fifth, that a new route 
will be opened to the southeast; sixth, that communities served by 
the Vicksburg route will receive better service; and seventh, that 


the extension and development policies of the Illinois Central into 
this territory will be helpful. 


As to the protest of the Kansas City Southern, the appli- 
cants say that the Kansas City Southern rests its case upon 
fears that have no foundation and upon prophecies that are 
unlikely to be fulfilled. (See Traffic World of September 26.) 

“The suggestion of the Kansas City Southern in reality is 
that the Vicksburg route shall be controlled by western lines 
and manifestly operated in the interest of those lines,” counsel 
say. “It emphasizes its fear that if an eastern line controls the 
Vicksburg route, traffic will be drawn away from the Kansas 
City Southern. Just as obviously it can be argued that if a 
western line controls this line traffic will be drawn away from 
the east side lines. If the ownership of the Vicksburg route 
by an eastern line will disturb channels of trade and commerce, 
just as certaintly and to the same extent will the ownership 
by western lines disturb existing routes and channels of trade 
and commerce.” 


MOORE IN A NEW ROLE 
The Trafic World Washington Bureau 


R. Walton Moore, for many years the leading attorney for 
southern carriers in matters before the Commission, is now 
before that body in a new role, that of a protestant against in- 
creases in the rates on apples from points in Virginia to des- 
tinations in Eastern Trunk Line territory, and an applicant for 
their suspension, pending investigation. He has asked for the 
suspension of supplements Nos. 29 and 30 of Southern Railway 
I. C. C. No. A-9590, effective October 1. 

The schedules in question provide for increases from points 
not only on the Southern but on the Washington & Old Dominion 
as well. The increases proposed range from 5.5 to 18 cents 
per 100 pounds, in carloads. Purcellville and Leesburg, protest- 
ing shipping points, claimed that the proposed rates would give 
points in the Shenandoah Valley to the west of them a pref- 
erence. Inasmuch as the new rates were given effective date 
in the middle of the apple shipping season, it was claimed that 
they would affect contracts made for the disposing of this year’s 
crop. The proposed rates were alleged to be excessive, unjust 
and unreasonable. Protests, in which Mr. Moore concurred, 
were made by Fayette B. Dow, in behalf of International Apple 
Shippers’ Association, the Bly Robinson Company, the latter of 
Charlestown, W. Va.; H. M. Hoge, W. H. Cockerill and J. D. Dil- 
lon of Purcellville; E. B. White, High Point Orchard Company 
and L. Clark Hoge, Leesburg; Jennings Brothers & Eastern, 
Inc., Roanoke, and the traffic bureau of the Lynchburg Chamber 
of Commerce. 

Mr. Moore protested as the representative in Congress of 
many of the shippers. He represents the district in which the 
home of George Washington is situated and George Washington’s 
will is on file in the court house at Fairfax Court House, the 
“home town” of Mr. Moore. 
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EASTERN CLASS RATES CASE 


Following the completion of testimony on behalf of Indiana 
points, representatives of Michigan shippers began to offer evi- 
dence in the continued hearing in the eastern class rate investi- 
gation at Chicago, September 25. 

L. La Croix, for the Evansville, Ind., Chamber of Commerce, 
said the city he represented was an important industrial point 
and would be affected by the readjustment of rates. He said 
Evansville was in different groups east and west bound; that, 
eastbound, it took 105 per cent of the Chicago rate and 110 per 
cent eastbound. He outlined efforts that had been made to 
change the situation so as to have the rates the same in both 
directions, but said nothing had been accomplished. What 
Evansville wanted, he said, was to be placed in the 105 per cent 
group, if port differentials were not taken into account, and, if 
they were, in the 102 per cent group. Hs entered exhibits of 
comparisons tending to show that, on the average short line 
mileages, those percentages were what Evansville was entitled to. 

L. R. Martin, of South Bend, Ind., testified as to the attitude 
of shippers in C. F. A. territory toward C. F. A. class rates. 
He told of attempts to organize the shippers into a protesting 
body, most of them feeling that, by reason of the numerous in- 
creases superimposed on the Disque scale, they had suffered 
too much. He said, however, the organizations had not done 
anything, but their formation was indicative of the feeling of 
dissatisfaction with the adjustment. However, he said, when 
the Commission found what was proper in this case, the ship- 
pers ought to let bygones be bygones and be ready to consider 
the new adjustment as it was and not to keep in mind the mal- 
adjustments of the past. 


Michigan Shippers Testify 


The first of the witnesses for the Michigan shippers was 
William A. Slater, traffic manager, Grand Rapids Chamber of 
Commerce, who testified as to the importance of Grand Rapids 
as an industrial center, its only disadvantage, he said, being its 
freight rates. He said its basic percentage of freight rates was 
too high and that it wanted consideration on its short line mile- 
age. 

C. F. Dougherty, traffic manager, Michigan Paper Mills Traf- 
fic Association, said he represented the mills and other shipping 
interests in twenty-nine southern counties of Michigan. He 
entered exhibts to show the group adjustment of Grand Rapds 
and the mills he represented, indicating that they were in the 
92 per cent group. He showed the routes from Michigan points 
to New York and said there was no reason for a percentage 
basis for the points he was representing higher than in territory 
to the south in Ohio. 

He pointed out that the Commission had said, in previous 
cases, that Michigan was entitled to consideration on the basis 
of its mileage and should have the benefit of distance, but that, 
on account of its comparatively light population density, it could 
not have as low a percentage as it might otherwise have. He 
said he would introduce evidence to show that, since the Com- 
mission had given that opinion, the density of population, par- 
ticularly in the twenty-nine southern counties, had greatly in- 
creased. 

What he advocated was a percentage group change from 
the 92 to 88 per cent for Grand Rapids and points nearby. He 
outlined his group proposal as applying to that territory bounded 
on the west by the New York Central running from White 
Pigeon, to Kalamazoo, to Allegan, to Grand Rapids, and then he 
made a tentative suggestion that the north boundary might run 
east along the line of the Grand Trunk from Grand Rapids to 
the west boundary of the 91 per cent group, but he said the 
north boundary might be left where it was. He said one reason 
for the lower percentage being proper for this group, aside from 
the basis of short line mileage, was the fact that within it were 
the junctions of north and south bound roads. He said that, of 
course, the groups to the east would be necessarily changed in 
the percentage if the Commission saw fit to grant what he was 
asking, and he added that he thought they should get the benefit 
of any readjustment, since he was not seeking special treatment 
for his group. 

He next introduced exhibits of statistics to show the in- 
crease in the density of population, tending to demonstrate that 
the twenty-nine counties of southern Michigan had increased 

51.25 per cent from 1910 to 1920, a percentage higher than any 
other part of Michigan, or than that of Illinois, Indiana, or Ohio. 
This was for the purpose of showing that the part of the state 
he represented was now in a place to be considered by the 
Commission on the basis of being grouped according to its 
short line mileage. j 

Ralph L. Tuttle, representing St. Joseph, Benton Harbor 
and individual shipper interests at Grand Rapids, followed Mr. 
Dougherty. He said the shippers he represented generally sub- 
scribed to the testimony of Mr. Hochstedler for the steering 
committee, and that, as to the situation at Grand Rapids, they 
subscribed to Mr. Dougherty’s testimony. He said, with rela- 
tion to the strict application of rule-of-thumb rate making—that 
is, on mileage formule or groups adjustment—all points should 
be entitled to the benefit of their locations, if the factor of com- 
petition was left out, but he thought that factor ought to be 
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considered in making adjustments. He entered exhibits to show 
that the group adjustment of the points he represented was on 
the basis of 96 per cent, which he said, was the result of the 
carriers wanting to get to a point beyond and to keep up the 
intermediate rate. What St. Joe and Benton Harbor were en- 
titled to, he maintained, was a grouping on the basis of 92 per 
cent. He began to enter exhibits to support the lower percent- 
age, when the hearing was adjourned. 

Because some of the Ohio interests that were to tegtify 
September 26 surrendered their time, the hearing was adjourned 
from September 25 to September 28. 


Ohio Interests Heard From 


Representatives of Ohio shippers entered testimony at the 
continued hearing of the eastern class rates investigation be- 
fore Examiner Hosmer at Chicago, September 28. The examiner 
announced that Commissioner Eastman had been called back to 
Washington, and would not be present during the remainder of 
‘the Chicago hearing. 

H. D. Rhodehouse, traffic manager, Youngstown Chamber 
of Commerce, who’ said he represented all important shipping 
interests in the Mahoning and Shenango Valley rate group, ex- 
cept the subsidiaries of the United States Steel Corporation and 
the pottery industry, gave a list of industries located in the 
district he represented and emphasized the importance of that 
territory as an industrial center. With relation to the proposed 
changes in rates, he said the industries in that group that took 
tthe 661%4 per cent rate eastbound and a 67 per cent rate west- 
bound had felt for years that the present basis of making inter- 
territorial rates had resulted in depriving them of the advan- 
tages of their geographical location, as compared with the loca- 
tion of their competitors. In other words, he said, they did not 
get the relative rates to which distance would entitle them. He 
said that, with relation to the Chicago and New York rate, on 
the basis of the percentage formula, the Mahoning and Shenango 
Valley group should be a 65% per cent group, the short line 
mileage being 489 miles, whereas, Pittsburgh, having a short 
line distance of 424 miles, should remain in the 60 per cent 
group and Cleveland, with a distance of 555 miles, in the 71 per 
cent group. 


He said the outlines of the group were such that it had to 
pay rates based on the most distant point in the group and, 
while that was true from all other sections of C. F. A. territory, 
nevertheless, the location of the Mahoning and Shenango Val- 
ley with respect to Trunk Line groups was such that the present 
basis of rate making departed more largely from the distance 
principle between the Valley and Trunk Line groups than be- 
tween other sections of C. F. A. and Trunk Line territory. He 
next spoke of the shippers’ attitude toward this situation and 
pointed out the fact that the carriers, in previous hearings in 
this case, had given special attention to the Valley adjustment. 
He said, in part: 


This situation has been felt by all industries in the Mahoning 
and Shenango Valley group. The iron and steel industry in the 
Mahoning and Shenango Valleys in particular has felt this situa- 
tion most keenly since the Central Freight Association class rate 
adjustment in the fall of 1917 and the adjustment of eastbound 
rates applying on manufactured iron and steel articles under the 
‘Pollak decision (49 I. C. C. 238) in the spring of 1918, the first of 
which had the effect of removing the long standing differences 
-of 2 cents per cwt., on fourth and fifth classes, Youngstown under 
\Pittsburgh westbound and the second of which removed the dif- 
jference of 2 cents per hundred, on carloads and less-than-car- 
jloads of iron and steel Youngstown over Pittsburgh eastbound to 
jimportant Trunk Line destinations. Carriers’ original proposal 
iin this case did not alleviate the rate disparities under which the 
IMahoning and Shenango Valley group has been suffering. In 
ifact, carriers’ original proposals retained the interterritorial per- 
centage plan of making rates from this group, while the Pittsburgh 
proposed rates were based on mileage scales to Trunk Line des- 
tinations and widened the difference Youngstown over Pittsburgh 
to Trunk Line territory. The principal carriers serving the Ma- 
honing and Shenango Valley group apparently realized that their 
original proposals, instead of correcting a wrong rate adjustment, 
had in reality widened the rate differences which exist today. 
They, therefore, at the hearings in this case presented modified 
proposals which have resulted in placing the Mahoning and She- 
nango Valley group more nearly on a proper relative basis with 
other points. 


In concluding his testimony, he said he favored the taking 
of iron and steel off the class rate basis and letting them travel 
on a commodity basis because of their transportation charac- 
teristics and because the rate relationships between the various 
producing districts should be measured by differentials that 
would produce lower differences, distance considered, than would 
be produced by a class rate mileage scale applying to the classes 
in which iron and steel are now rated. 

: L. C. Biehler, traffic manager, Carnegie Steel Company, took 
the stand for a few minutes. He said he represented ten iron 
and steel manufacturing companies and that, on their behalf, he 
wished to subscribe to testimony put in by previous witnesses 
at this hearing and others, with regard to the advisability of 
taking iron and steel off the class basis and putting them on a 


= basis. He read a statement into the record as fol- 
OWS: 


4 ; 
As commodity rates are now in effect from so many pro- 
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ducing districts in Official Territory to so many destinations it 
would be a matter of justice that commodity rates be applied from 
= producing districts with proper relationship as between such 
istricts. 

We believe that it is proper to group contiguous points into 
one district, applying one rate to long haul points from all stations 
in that district. Within sub-districts.the rates should be made 
to fit the conditions in that particular district. For many years 
iron and seel carload rates were made on the grouping and dif. 
ferential basis. We continue to favor the making of iron ang 
steel carload rates on _a reasonable differential basis over anq 
under main producing districts, and we are in favor of the reten- 
tion of the present port differentials. We also favor one basic 
level of rates in Official territory which also should apply to and 
from Virginia cities. 

We believe that a class rate adjustment in Official territory 
influenced by consideration of the proper rates for iron and steel 
articles, or a class rate adjustment predicated on fifth class pre- 
sumably because a large volume of iron and steel moves on fifth 
class, will produce a rate structure highly unsatisfactory both as 
to the class rates and the rates on iron and steel. 

We, therefore, request this Commission to investigate manu- 
factured iron and steel rates in a segregated case, for the purpose 
of fixing appropriate rates throughout the Official Classification 
territory on a commodity basis that will be fair alike to producers 
railroads and consumers. , 


R. B. Robinson, traffic manager, United Alloy Steel Company, 
Canton, O., testified regarding the effect of the proposed read. 
justment on the Canton district. He said it was in the 71 per 
cent group as compared with Youngstown in the 66% per cent 
group and Pittsburgh in the 60 per cent group. He said Canton 
was in competition with the other points mentioned as well as 
with Wheeling and Cleveland. Before the decision in the Pol- 
lock steel case, March, 1918, in which commodity rates on iron 
and steel were canceled, he said, Canton was three cents over 
Pittsburgh, eastbound, but, since that decision, it had taken fifth 
class rates, which resulted in an adjustment of Canton six cents 
over Pittsburgh, eastbound. He said the carriers had testified 
earlier that the Youngstown group, because of competitive con- 
ditions there, as well as geographical, might be split and Youngs- 
town get the benefit of its mileage, so that it might be properly 
related to Pittsburgh. The witness said Canton’s situation was 
equally as bad as that of Youngstown in the matter of relation- 
ship, and that he was asking, for Canton, comparable mileage 
rates with Youngstown and Pittsburgh. 

He continued, in part, as follows: 


The 71 per cent group, in which Canton is located, is much 
larger than the 66% per cent group, Canton being 60 miles south 
of Cleveland, the most northern point in this group. We contend 
that if any groups are split, we are entitled to lower mileage 
eastbound than prevails from the present 71 per cent group, as 
Canton is located in the north central part of the group and we 
should have advantage of our location as a steel producing center. 
Comparable with the other steel producing groups mentioned, we 
do not have it now. 

If this Commission finds that 1% cents carload and 2 cents 
less-carload differentials over and under Pittsburgh east and west, 
or either direction on iron and steel, are proper for Johnstown, 
Pa., with a distance of 77 miles from Pittsburgh, Canton should 
have 2 cents carload and 3 cents less-carload over and under 
Pittsburgh, with a mileage of 101 miles from Pittsburgh. 

We believe this Commission should break down the imaginary 
Trunk Line western termini wall that holds the C. F. A. and the 
McGraham scale or formula, and give us a uniform basis of mile- 
age class rate from the Mississippi to the Atlantic on a level that 
will as nearly as possible maintain the carriers’ present revenue, 
but take iron and steel out of the classification and place it on a 
commodity basis with producing points properly related. Port 
differentials should be observed from all steel producing points 
or none. What we want is our proper relationship with our com- 
petitors in Pittsburgh, Wheeling, Johnstown and Youngstown. 


R. L. Tuttle, representing St. Joseph, Benton Harbor, and 
individual shipper interests in Grand Rapids, completed testi- 
mony begun earlier in the hearing, at the continued session of 
the eastern class rate investigation at Chicago, September 29. 
He entered testimony, supported by exhibits, to show that rates 
westbound from Grand Rapids, Holland, Muskegon, Detroit and 
Kalamazoo to Milwaukee were made on the basis of inflated 
mileages, and that, if group mileage were used, the rates would 
be, via the car ferry, 7% cents less from Grand Rapids, 9 cents 
less from Holland, 10% cents less from Muskegon, and the same 
from Detroit and Kalamazoo. 

He entered further exhibits to show that the spread between 
the class rates under the different scales, present and proposed. 
would vary greatly, increasing under the proposed scale of rates. 
In the examples he introduced there was an increase in the 
spread between first and third class from 57 to 64 cents and 


between fourth and fifth an increase in the spread of from 
16% cents to 30 cents. 


Cincinnati’s Position Outlined 


Ralph Herndon, traffic manager, Cincinnati Chamber of Com- 
merce, followed Mr. Tuttle, saying that he appeared to represent 
shippers in Cincinnati generally. He described the industrial 
importance of the city and its importance as a shipping center. 
Then, with relation to the readjustment of rates involved, he 
said that, to shippers in Cincinnati, the present level of class 
rates throughout Official territory seemed to be high enough 
and that they contended that the interterritorial class rates 
should not exceed the present level of class rates within C. F. A. 
territory, which would produce a first class rate between New 
York and Chicago of $1.36 a hundred. He continued as follows: 
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As to the form of the readjustment, while we, of course, favor 
ontinuing the present mileage basis of class rates within C. F. A. 
territory, which was established by the Commission and has been 
satisfactory alike to shippers and carriers, we do not advocate the 
doption of a complete mileage adjustment throughout Official Classi- 
fication territory, but favor the continuance of the interterritorial 
rates on the so-called McGraham formula, which has also been a 
satsifactory plan, the only complaints being against the percentages 
assigned to individual groups or cities. 

We are not prepared to endorse any general change in the classi- 
fication, that is, in the number and designation of the classes; and 
as to the relation of the lower class rates to first class, we favor the 
relationship which now obtains in C. F. A. territory, that is, the so- 
called Disque scale. In this phase of the case, we oppose Mr. Hoch- 
stedler’s suggestion, when testifying for the Illinois shippers, that 
fourth class be reduced and fifth and sixth classes increased in their 
relationship to first class. ; 

We believe that Cincinnati is entitled to a reduction in its per- 
centage rating and that it should be placed in an 84 per cent group 
poth as to eastbound and westbound rates in place of the present 87 

ent group. 
per Sean mates can never be so adjusted, however, as to remove the 
necessity for maintaining commodity rates which will reflect special 
conditions affecting the movement of particular articles between spe- 
cific points, and it may be fair to give notice that the Cincinnati 
Chamber of Commerce will oppose the cancellation of commodity rates 
which are necessary to enable fair and unrestricted movement of com- 
modity traffic, even when the class rate structure is found to be on a 
harmonious basis. 


The witness said that, with relation to the measure of the 
rates, he would rely on the testimony of C. E. Bell, at the Wash- 
ington hearing, and on Mr. Hochstedler’s testimony, to the 
extent that they condemned the rates and showed that the pres- 
ent class rates interterritorially were high and that the class 
rates proposed by the carriers were excessive. He said he fa- 
yored a continuance of the so-called McGraham principle of 
rate making, which was a modified mileage plan, rather than the 
strict application of a mileage principle. 

With relation to his proposal for changing the group per- 
centage at Cincinnati, he said he had in mind the merging of 
the 87 per cent group in southern Ohio with the adjoining 84 
per cent group, forming one area whose average mileage, on the 
McGraham formula, would produce an 84 per cent rating. 


More Michigan Testimony 


Michigan interests again put in testimony. George C. Conn, 
director of traffic for the Buick Motor Car Company, said he 
was appearing for the Michigan Manufacturers’ Association. He 
said the shipping interests he represented were opposed to an 
increase in the overhead rates to and from Michigan. He said 
he did not mean that, on a showing of inadequacy of revenue 
accruing to the carriers on present rates, the shippers he repre- 
sented would be opposed to such a readjustment as would meet 
the needs of the situation, but, until the increase in rates was 
justified on the basis of revenue needs, they were opposed to any 
such increase. 

He gave reasons for the opposition to an increase in the 
class rates as follows: Since the readjustment in C. F. A. ter- 
ritory, the carriers operating in and out of there. have made 
no demand for additional revenue; if it was true that Trunk 
Line and C. F. A. carriers required additional revenue, it was 
unjust to impose on C. F. A. territory increased charges to pay 
revenue needs in the east; the proposed class rates of the car- 
riers were higher than any produced by extending the C. F. A. 
scale and would make effective rates higher than any in C. F. A. 
territory, so that the interterritorial rates would be out of har- 
mony with the intraterritorial rates. 


He went on to say that the increase in the first four classes 
as proposed hit Michigan rather hard, as it was on these classes 
that most of the state’s manufactured products moved. He said 
the leaving of fifth class where it was and the reduction in sixth 
class would give no relief to Michigan shippers compared with 
the increases in the first four classes. 

With regard to the grouping of Michigan points, he testified 
as follows: 


We regard it as necessary that the rates to and from Michigan 
should be adjusted to the revised base rate—that is, the New York- 
Chicago rate—and we propose as the cardinal principle to govern that 
adjustment, this—that the Michigan points shall receive the benefit 
of their natural short-line mileages by workable routes. For a great 
number of years Michigan rates to and from the east have been 
constructed on the group system and while particular groups have 
been the subject of much litigation, the system itself has been per- 
sistent and is firmly embedded in traffic conditions of Michigan. We 
are of the opinion that the group system should be continued. Its 
preservation eliminates a disturbance of competitive conditions be- 
tween our Michigan cities. We do not believe the group system can 
be abolished without creating many violations of the long and short 
haul. Roads like the New York Central and Pennsylvania, which 
enter Michigan after circling Lake Erie on the south, must meet 
through lines like the Wabash, Michigan Central and Grand Trunk 
which enter Michigan north of Lake Erie and therefore have the 
short routes. Only by the preservation of the groups can this 
geographical condition be surmounted. But this does not mean that 
the present groups in Michigan should remain the same. When I say 
that Michigan points should receive the benefit of their natural short 
line mileage by workable routes I mean that the Michigan groups 
should be reconstructed on the basis of this mileage and then the 
percentage of the Chicago rates should be allotted to each group so 
that the cities and towns which are more or less commercially 
homogeneous shall be maintained in groups in so far as is possible, 
consistent with their relative mileage. This would preserve to 
Michigan a group scheme or system in which each group would have a 
percentage relationship to the New York-Chicago rate approximating 
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the relation which the average mileage of the points made into each 
group bears to the New York-Chicago mileage. 


Michigan shippers completed their testimony at the con- 
tinued hearing of the eastern class rates investigation Septem- 
ber 30. A number of witnesses were put on the stand to sub- 
scribe to the testimony of Mr. Conn, and all testified briefly, for 
the most part. 


C. C. Whitlock, statistician, on behalf of the Michigan Manu- 
facturers’ Association, entered testimony to show that the earn- 
ings of the carriers in Michigan were relatively high. He said 
that, with a scale, applicable south of the line of the Michigan 
Central from Chicago to New York, of 29 cents a hundred for 
a five-mile haul, and with two scales applicable in sections far- 
ther north in the state, each higher than the first, the one two 
cents a hundred higher, the other six cents a hundred higher, 
the roads were earning good revenue. He pointed out that the 
carriers in the C. F. A. class scale case in 1917 had proved to 
the Commission that they encountered more difficult operating 
conditions than ordinary in Michigan and that they operated 
through an area of low traffic density. He said that, despite 
these facts, the carriers earned per ton-mile more on the average 
of all freight than they did in most other states. 

H. E. McGiveron, traffic manager, Motor Wheel Corporation, 
testified with regard to a survey made in Lansing to determine 
how the proposed increase would affect industries there. He 
described the industrial situation there, the growth in popula- 
tion, taxes, and property values, for the purpose of showing 
that Lansing might be taken as typical of Michigan cities of 
its approximate size. He said that, in making the survey, a 
great many receivers and shippers of freight were seen, but 
returns were had from only a part of them. On the returns, he 
said, it was figured that, under the rates proposed by the car- 
riers—that is, the scale with $1.61 for first class, Chicago-New 
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POSITION WANTED—Competent traffic manager having seven 
years’ experience, now employed, desires to make change. Would 
appreciate an opportunity to locate with an industry or commercial 
organization desiring steady reliable traffic manager who is really 
posted on every part of the work and qualified for it. Address Box 
855, care Traffic World, Chicago, IIl. 
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CHICAGO AND EAST 


Traffic Department Representatives 


and Office Locations 


ATLANTA, GA. (915-16 Healey Bldg.) : 

G. H. Rudolph, General Agent, Freight Department. 

R. G. Peirce, General Agent, Passenger Department. 
BIRMINGHAM, ALA. (1701-2 Age Herald Bldg.) : 

Jasper Triteline, General Agent. 

BOSTON, MASS. (319 Boston Chamber of Commerce Bldg.) : 

J. J. Davitt, General Agent. 

BUFFALO, N. Y. (604 Ellicott Square): 

Geo. C. Whitney, General Agent. 

CHICAGO, ILL. (603 Merchants Loan & Trust Bldg.): 

L. H. Mann, Assistant General Freight Agent. 

W. E. Callender, General Agent, Passenger Department. 
CHICAGO HEIGHTS, ILL.: P. 8S. Lottinville, General Agent. 
CLEVELAND, OHIO (510 Swetland Bldg.) : 

A. K. Anderson, General Agent. 

DALLAS, TEX. (210 Mercantile Bank Bldg.) : 

N. C. Calvert, General Agent. 

W. C. Butcher, Southwestern Passenger Agent. 
DANVILLE, ILL.> H. V. Bowman, General Agent. 
DETROIT, MICH. (816 Dime Bank Bldg.) : 

J. D. Sneed, General Agent. 

EVANSVILLE, IND. 

J. D. Beeler, General Agent, Freight Department. 

O. B. Lozier, General Agent, Passenger Department. 
FORT SMITH, ARK. (417 First National Bank Bldg.) : 

Mack Hulse, General Agent. 

FORT WORTH, TEX. (323 Neil P. Anderson Bldg.) : 

Geo. H. Nourse, General Agent. 

GRAND RAPIDS, MICH. (412 Lindquist Bldg.) : 

J. E. Whittemore, General Agent. 

HOUSTON, TEX. (604 Second National Bank Bldg.) : 

Wallace Green, General Agent. 

JACKSONVILLE, FLA. (1113 Graham Bldg.) : S> 

L. C. Shirah, General Agent. ‘ 

M. M. Frost, Traveling Passenger Agent. 

KANSAS CITY, MO. (426 Board of Trade Bldg.) : 
J. G. Meehan, General Agent. 
LITTLE ROCK, ARK. (206 Gazette Bldg.) : 

L. B. Grantham, General Agent. 

LOUISVILLE, KY. (507 Lincoln Bank & Trust Bldg.) : 

C. W. Thacker, General Agent. 

MEMPHIS, TENN. (275-6 Shrine Bldg.) : 

H. A. Perkins, General Agent. 

MILWAUKEE, WIS. (1402 First Wisconsin National Bank Bldg.) : 

R. L. Gainer, General Agent. 

MINNEAPOLIS, MINN. (702 Metropolitan Life Bldg.) : 
A. W. Whitney, General Agent. 
MITCHELL, ILL.: P. A. Powers, General Agent. 
NEW ORLEANS, LA. (537 Whitney-Central Bank Bldg.) :- 

F. T. Lonergan, General Agent. 

NASHVILLE, TENN. (616 Independent Life Bldg.) : 

R. C. Wharton, General Agent. 

NEW YORK, N. Y. (1324-6 Woolworth Bldg.) : 

W. C. Connor, General Eastern Agent. 
PITTSBURGH, PA. (238 Oliver Bldg.) : 

D. F. Woods, General Agent. 

ST. LOUIS, MO. (452-457 Pierce Bldg.) : 

H. J. Dentzman, Assistant General Freight Agent. 

J. R. A. Ziegenfuss, General Agent, Passenger Department. 
ST. PAUL, MINN. (720 Pioneer Bldg.) : 

C. T. Finley, Northwestern Passenger Agent. 
SALEM, ILL. (Salem State Bank Bldg.) : 

Cc. C. King, Division Freight Agent. 
SHREVEPORT, LA. (916 City Bank Bldg.) : 

Ashley Johnson, General Agent. 
TERRE HAUTE, IND.: G. W. Bates, General Agent. 
TULSA, OKLA. (418 Kennedy Bldg.) : 

R. E. Dirhold, General Agent. 
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Junction Points and Connecting Line 
Railroads 


ALTAMONT, ILL.—B. & O., P. R. R., Wabash. 

ALVIN, ILL.—I. C. 

ARTHUR, ILL.—P. R. R. 

BENTON, ILL.—I. C. 

BRAZIL, IND.—Cent. Ind., C. I. & W., P. R. R. 
BRONSON, ILL.—I. T. 8. 

CAYUGA, IND.—N. Y. C. & St. L. (Clover Leaf District). 
CHAFFEE, MO.—St. L.-S. F. 


CHICAGO, ILL.—A. T. & S. F., Belt Ry., B. & O., B. & O. C. T., 
cC.&0c&A, C & I. W., C. &N. W., C. 
Wb &2 BSS CC. 6. We GC LS LL, C...z, 
Tike. © Bei, &. BLS S.C... 
LL, G WW FP. & S..8..d.& &. Boe, 6. T.. 4. C., 
N., I. H. B., M. J.. M. C., M. St. P. & S. S. M., 
a en ee ae FT CH kk & & & PP. Eh 
Pullman, Wabash. 
CHICAGO HEIGHTS, ILL.—B. & O. C. T., C. H. T. T., E. J. & E 


+ 

DANVILLE, ILL.—C. C. C. & St. L., N. Y. C., Wabash. 

DOLTON, ILL.—B. & O. C. T., Belt Ry., I. H. B. 

E. ST. LOUIS, ILL.—-A. & S.. B. & OC. & A.C B&Q, CP. & 
XL CARLEP. CCcd& & L, EB. &. 
Lé&éaE5E&t#L&8 LC, L& M, L & 
N., Mfgrs. Ry., M. K. T., Mo. Pac., M. & O., 
N. YY. C. & St. L., P. R. R., St. L. & B. E., St. 
L. & O. F., St. L. 8S. W., St. L. T. 
Webash Wiggins Ferry, T. R. R. A. of St. L. 

EVANSVILLE, IND.—C. C. C. & St. L., E. & O. V., E. I. & T. H., 
B&enmtic 2. &h & Be KR. i. 


& E., Southern, 


Southern. 
GALE JCT. (Thebes), ILL.—I. C., M. P., St. L. S. 
GLOVER, ILL.—I. T. 8S. 
GOREVILLE, ILL.—C. B. & Q. 
HILLSBORO, ILL.—C. C. C. & St. L. 
HILLSDALE, IND.—C. I. & W. 
HOOPESTON, ILL.—N. Y. C. & St. L. (L. E. & W. Dist.). 
HOPKINS PARK, ILL. (State Line Jct.)—C. A. & 8. 
HUSTLE, ILL.—N. Y. C. & St. L. (L. E. & W. Dist.). 
JOHNSTON CITY, ILL.—I. C. 
JOPPA, ILL.—Arrow T. Co., St. L. & T. R. P. Co. 
KARNAK, ILL.—C. C. C. & St. L. 
KENSINGTON, ILL.—M. C. 
MARION, ILL.—I. C., M. & E., M. P. 
MITCHELL, ILL.—St. L. M. B. T. Co. 
MODE, ILL.—N. Y. C. & St. L. (Clover Leaf Dist.). 
MOMENCE, ILL.—C. M. & St. P. (C. M. & G.), N. Y C. 
MT. VERNON, ILL.—J. S. W., L. & N., Southern, W. C. & W. 
MT. VERNON, IND.—L. & N. 
OAKDALE, ILL.—C. R. I. & P. 
OLIVE BRANCH, ILL.—I. C. 
OTTER CREEK JCT., IND.—P. R. R. 
PANA, ILL.—C. C. C. & St. L., I. C. 
POSEYVILLE, IND.—I. C. 
PRINCETON, IND.—Southern. 
ST. ANNE, ILL.—C. C. C. & St. L. 
ST. ELMO, ILL.—P. R. R. 


ST. LOUIS, MO.—Mo. Pac., St. L. M. B. T. Co., St. L.-S. F. (See 
also East St. Louis.) 


SALEM, ILL.—B. & O., M.-I. 

SHELBYVILLE, ILL.—C. C. C. & St. L. 

SIDELL, ILL.—K. & 8. 

STATE LINE JCT. (Hopkins Park), ILL.-IND.—C. A. & 8. 
STOCKLAND, IND.—C. M. & St. P. 

SULLIVAN, ILL.—I. C., Wabash. 

SULLIVAN, IND.—I. C. 

TAMMS, ILL.—M. & 0. 

TERRE HAUTE, IND.—C, M. om, c.c. Cc. & St. L., E. Il. & T. 


THEBES (Gale Jct.), ILL.—I. C., Mo. Pac., St. L. 8S. W. 
THEBES TRANSFER (Chaffee), ILL.—St. L.-S. F. 
THORNTON JCT., ILL.—G. T. 

TUSCOLA, ILL.—C. I. & W., I. C. 

VINCENNES, IND.—B. & O., C. C. C. & St. L., P. R. R. 
WATSEKA, ILL.—T. P. & W. 

WEST VIENNA, ILL.—C. B. & Q. 

WESTVILLE, ILL.—C. C. C. & St. L., I. T. 8S. 
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York—the shippers and receivers of freight in Lansing would 
have to pay an increase in their freight bill of $204,274 a year. 
A. P. Mills, for the Michigan Farm Bureau, said he sub- 
scribed to the testimony entered by Mr. Conn. He said he de- 
sired to show the importance of the proposed readjustment to 
agricultural interests in Michigan. He said that hay, grain, 
wool, fruit, and vegetables were important agricultural products 
of Michigan and that these all moved to Trunk Line territory 
and were in competition with the products there and further 
east. With regard to rate situation, he testified as follows: 


We have shared for many years, in so far as our class freight 
is concerned, in the inflated rates of the Michigan groups. I mean 
by inflated, inflated mileage in relation to Chicago, and we agree 
with the manufacturing industry that the time has come for an 
adjustment of the Michigan groups on a short-line mileage basis— 
not a mileage computed over the Pennsylvania, but via our Michi- 
gan-Canadian lines, over which our New York and New England 
traffic is actually moving. The situation as to agricultural prod- 
ucts in C. F. A. territory generally is substantially equal and we 
can see no reason why mileage should not be the rule that should 
measure our rates in relation to the Chicago rate. 

We suffer as to much of our territory from the zone rates 
applied in the C. F. A. zone cases. We do not see how these zone 
differentials can be fairly applied on the overhead interterritorial 
traffic. If there is any additional cost to the carrier of our hay 
out of the Thumb of Michigan, it disappears over the long haul 
to the Virginia cities and the hay is without these zone penalties 
a desirable traffic. The principle of applying them to agricul- 
tural products such as hay and fruit is wrong. You cannot grow 
hay or apples in Dearborn or Detroit. That must always be pro- 
duced in low density traffic territory, yet they must move. Like 
grain, they ought to have commodity rates, but in any event they 
should have rates which enable them to move at the limited season 
when they must be sold. If they are to remain fifth class, they 
certainly should not, when moving to distant points in the east 
and south, have to pay these extra zone differentials. 


H. D. Anderson, for the Dow Chemical Company, Midland, 
Mich., said that the rate from Midland to New York was about 
ten cents higher than that from Bay City to New York, although 
Midland was only eighteen miles more distant. This, he said, 
was indicative of the present adjustment at Midland. What he 
desired, he said, was that Midland should be grouped, in making 
rates, with Saginaw and Bay City. He said he subscribed to 
testimony by Mr. Conn with regard to continuing the group 
basis of rates in Michigan, the groups being figured on fair aver- 
age mileages. 

A. W. Dahlstrom, Muskegon Chamber of Commerce, said the 
proposed readjustment would mean an increase in freight ex- 
pense to practically every industry in the city. He said that, 
because most of the freight in and out of Muskegon moved on 
the first four classes, the industries there would be hit hard by 
the readjustment and that they would gain virtually nothing 
by the decreases in the lower classes. He, too, said that he 
subscribed to the testimony of Mr. Conn. 

Eugene Wallace, for the Kellogg Corn Flakes Company, Bat- 
tle Creek, John McNally, the Detroit Board of Commerce, J. C. 
Graham, Jackson Chamber of Commerce, and F. H. Montgomery, 
Chamber of Commerce, Pontiac, took the stand to testify that 
they subscribed to what Mr. Conn had said with regard to the 
continuation of group rate making, using fair average mileages, 
and based on the Chicago-New York rate. Mr. Montgomery asked 
that Pontiac be grouped with Detroit, or, at least, that the spread 
in the rates between the two points be made less. 


West Virginia and Kentucky 


West Virginia shippers and the Kentucky commission pre- 
sented testimony at the continued hearing in the eastern class 
rates investigation October 1. These were followed by the pack- 
ing and dairy interests. 

H. J. Edmonds, representing Hinton, W. Va., testified as to 
the importance of the city he represented as a consuming Ccen- 
ter, drawing commodities from C. F. A., Trunk Line and New 
England territories. He said that the city was located 59 miles 
east of Gauley Bridge, which was the last point to take C. F. A. 
rates. This situation resulted, he said, in a large jump in the 
rates between Gauley Bridge and Hinton under the C. F. A. 
scale. What he desired, he testified, was to have Hinton placed 
on the C. F. A. scale basis and removed from the Virginia cities 
group. 

Testimony with regard to the effect of the carriers’ pro- 
posed readjustment on branch lines of the C. & O. in West 
Virginia was given by W. P. Tinley, Huntington, W. Va. He 
testified as follows: . 


The proposed method of the carriers of making class rates to 
branch line stations is a very inconsistent one, which is fully por- 
trayed in the following illustration: 

From Huntington to Logan, W. Va., under the proposed method, 
the first class rate would be 56 cents per 100 pounds for a distance 
of 74.6 miles. 

To Madison, W. Va., another branch line point, the first class 
rate would be 64% cents per 100 pounds for a distance of 75.6 miles, 
just one mile in excess of the distance to Logan. The branch line 
distance going to Logan is 65.3 miles. The branch line distance in 
going to Madison is 37.1 miles, slightly over one-half the branch line 
distance to Logan, while the method of fixing the first class rates 
makes the rate to Madison 8% cents higher than the rate to Logan, 
the difference in the total distance being but one mile further to 
Madison. Under the continuous distance scale 2, as proposed, the rate 
for 75 miles, which fixes the Logan rate for that distance, is 56 cents. 
The rate for the distance of 80 miles, which fixes the distance to 
Madison, is 57 cents; therefore, the Logan first class rate on contin- 
uous distance would be but 1 cent difference for the one mile excess 
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haul, which, if the continuous distance rate were followe 


line points, the adjustment of the class rates would be 
consistent. 


This illustration leads me to believe that the method is entire] 
wrong, as there is no doubt but that this same situation could = 
found to exist at other points on branch lines. This being true it 
must be considered as hurtful to the branch line stations. “This ‘in- 
consistency is brought about from the fact that the rates in the Scale 
break every 5 miles up to 100 miles and every 10 miles up to 300 
miles, and the proposed branch line arbitraries are fixed in larg 
blocks, breaking every 20 miles up to 140 miles. 


d at branch 
much more 


Mr. Tinley said that because miners and forest products 
producers were located on branch lines those regions were more 
dense in population, and, in his opinion, there was no justifica- 
tion for penalizing the branch line population with high freight 
rates, as proposed by the carriers, and he thought the class 
rates should be made more uniform. 


S. P. Puffer, in charge of traffic, Chamber of Commerce, 
Charleston, W. Va., testified that the shippers he represented 
believed that the Charleston industrial district, served by the 
C. & O., the B. & O. and the N. Y. C., should be considered as 
one traffic group. He said that to this group the carriers’ pro. 
posals would result in an increase in rates that would seriously 
affect the industries of Charleston. He said the carriers pro. 
posed to apply Trunk Line Scale No. 2 to the Charleston group, 
while to cities in competition with it in West Virginia the car- 
riers proposed to apply Trunk Line Scale No. 1. Those con. 
petitive cities, he said, already had the advantage of Charleston 
in mileage, and to give them the further advantage of a scale 
that was, roughly, 10 per cent lower than the one proposed to 
Charleston was hardly fair. With regard to a mileage adjust- 
ment, he testified as follows: 


We believe that if the Commission, in its wisdom, decides upon a 
mileage adjustment for our district, that justice demands that such 
an adjustment should be on the same level of rates from Charleston 
industrial distri¢t as from any other Trunk Line or border line point 
to all Trunk Line points (that is, that there should not be one level 
of rates for northern West Virginia cities and another for southern 
West Virginia cities). 


We further submit that if, in its wisdom, the Commission finds 
that our adjustment should be on distance or mileage scales, that 
there seems to be no justification for the application of a higher level 
for Trunk Line territory than for C. F. A. territory, and that there 
might properly be established a single mileage level standard for all 
Official Classification territory. 


We further submit that if a mileage or distance adjustment is 
considered that the mileage of Charleston, W. Va., to all Trunk Line 
— be _— as the mileage for the district; that is, the district 

e grouped. 


L. F. Orr, for the Kentucky commission, compared various 
scales applicable on shipments to and from Kentucky tending to 
show that, in his estimation, they were generally unfair to the 
state he represented, because of the state’s importance consid- 
ering density, commodities originated and consumed. He then 
submitted a scale which, he said, embodied ideas which the 
Kentucky commission thought ought to be reflected in a scale 
to apply to Official territory. He said that it was a scale which 
resulted from their desire to reflect the southern percentage 
relations and at the same time to have a scale with a general 
level that would produce for the Official carriers a sum that 
would equal returns of southern carriers. His scale, he said, 
would result in rates a little higher on the average than the 
C. F. A. scale extended. With regard to the proposed scale he 
spoke as follows: 


We believe a scale beginning with 30 cents for first 5 miles, with 
gradation of 1% cents for each five-mile block —s 75 miles, 1 
cent for each five-mile block including 100-mile block, 1144 cents for 
each 10-mile block including 300-mile block, 1 cent for each 10-mile 
block including 600-mile block, and 4 cents for each 50-mile block for 
any distance beyond 600 miles (or it might be preferable to divide 
this into 25-mile blocks with a 2 cent gradation), based on percentages 
established in Docket 13494, will produce a basic scale that will not too 
greatiy disturb the existing structure. This scale should be applied 
uniformly intra and inter-territorially, with sub-territories within Offi- 
cial graded up to meet diminishing density. 


Dairy Products Shippers Protest 


W. E. Mayfield, for Swift & Co., testified on behalf of dairy 
products shippers. His position was that, although the investi- 
gation being conducted by the Commission was primarily a class 
rate investigation, what he wanted was to show that the move- 
ment in large volume of dairy products was on third class rates, 
when it might very well be on a commodity basis, because of the 
immense volume of the traffic. He said that in considering the 
application of third class rates on dairy products he wanted to 
emphasize the fact that 50 per cent or more of the dairy prod- 
ucts consumed in Eastern Trunk Line territory originated west 
of the Mississippi river, and was, in so far as transportation given 
by the Official territory lines was concerned, in the nature of a 
continuation on a through haul and should be considered pro- 
portional traffic. 


He said it was his opinion that the third class rate now 
applying on dairy products was an unreasonably high level of 
rates to apply on those commodities. Third class, the witness 
said, was generally considered an 1. c. 1. rating, which took into 
consideration station handling costs at origin and destination, 
which was assumed by the carrier, whereas, in the case of dairy 
products, shipments were loaded and unloaded at the expense 
of the shipper. 
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HERE IS 


Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 





Shipping Into 
THE SOUTHWEST 


OR 
Shipping Out of 


THE SOUTHWEST 


““Ohe 


Port of Houston” 








. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informa) 

complaints before the Interstate Commerce 

Commission, matters before the Federal Trade 

Commission, bills in Congress and similar 

matters. 




















. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 

attempted. 






IFTY miles more of water rates— 

either way—ample facilities for 
Se) handling merchandise, for switching, 
for storing. 





. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 





Seventeen railroads radiating to and from 
every point in Texas and affording excep- 
tionally low rates. These are the things 
that make 


*Ghe 


Port of Houston” 


the logical port of entry or point of depar- 
ture for the manufacturer who seeks SPEED 
and ECONOMY in transportation. 





. An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 
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The entire story is told graphically, in 
picture and in text, in “PORT HOUSTON,” 
the official organ of the port commission. 


The story of low rates is told in TARIFF 
FORM in “HOUSTON FREIGHT RATE 
BOOK NUMBER ONE.” 


Both of these books are FREE to traffic 
executives and other interested persons. 














which is, in itself the most com- 
plete and prompt traffic news 
service available. 


x wR 
Address 


THE DIRECTOR of the PORT 


5th Floor Courthouse 
HOUSTON TEXAS 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill 
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Twenty-fifth of a Series of Thirty Articles on the Organization and Management of Industria] 
and Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, 
Ph. D., Assistant Professor of Commerce and Transportation, University of Pennsylvania 


In several large cities and in a number of the more impor- 
tant smaller transportation and industrial centers, the industrial 
and commercial traffic managers have organized associations for 
the interchange of ideas on transportation and traffic subjects 
and for joint action of the members in presenting matters of 
common interest to them, to the carriers, the state commissions, 
and the Interstate Commerce Commission. 


Traffic problems are discussed in open meetings and matters 
of interest’ are referred to committees for investigation and 
action in the name of the association. Co-operation of this sort 
tends to keep all industrial and commercial traffic men informed 
as to developments in transportation in the particular territory 
in which the association is located and, in a more general way, 
in the whole country, for problems confronting one large com- 
mercial or industrial center often affect other localities as well. 
Without the contact with other local shippers’ representatives, 
the traffic manager cannot hope to keep thoroughly in touch with 
transportation matters, many of which may vitally affect his 
own business, and, without the co-operation of other technical 
workers in the field, the burden of the individual traffic man is 
harder to support. The interests of so many industries are 
identical, from a transportation point of view, that the united 
action of their traffic managers tends to strengthen the position 
of all. The old adage, “In union there is strength,” applies in 
an economic as well as in the political sense. Especially is this 
true in traffic management. 


Local industrial and commercial traffic associations differ 
somewhat in purpose, as well as in organization, from local 
chambers of commerce, boards of trade, commercial exchanges, 
and similar trade bodies. These latter organizations are asso- 
ciations of business houses and industries, while the traffic asso- 
ciations are organizations of the traffic representatives of the: 
industrial and commercial establishments. Chambers of com-: 
merce and other such bodies speak for the establishments, while: 
the commercial and industrial traffic associations speak for the 
technical men who represent the traffic and transportation in- 
terests of the concerns in the district. This distinction, while,. 
on the whole, a valid one, is somewhat finely drawn, with the 
result that there is, in some cases, a duplication of the work: 
performed by the transportation committee or bureau of cham- 
bers of commerce and other commercial bodies and that done: 
by the asasociation of traffic men, representing many industries: 
and commercial houses that are included in the membership of 
the commercial bodies. Such confusion and duplication, happily, 
is the exception rather than the rule. 


Among the prominent associations of this character are the 
Chicago Shippers’ Conference Association, the Industrial Traffie 
Club of the Niagara Frontier, at Buffalo, N. Y., the Shippers’ 
Conference of Greater New York, and the Commercial Traffic 
Managers, of Philadelphia. The latter organization is a “vol- 
untary one, whose membership is composed of the traffic man- 
agers representing 135 of the largest manufacturing and indus- 
trial firms located in the Philadelphia district, interested in the 
promotion and protection of the transportation interests of its 
members.” Its mode of organization, functions and purposes 
may safely be regarded as typical of the more fully developed 
commercial and industrial traffic managers’ associations of the 
technical variety. 


The membership of the association is confined to traffic di- 
rectors, managers or other officials of industries actually con- 
trolling the handling of traffic, or traffic representatives of rec- 
ognized trade bodies serving the public interest. Membership 
is limited by the constitution to 150 members. Several members 
may be elected from one industry, but only one member may 
vote for each concern. Officers are elected for an annual term 
and consist of a president, one vice-president, a secretary, a. 
treasurer and an executive committee, consisting of the officers: 
and five directors, members at large. Vacancies in offices are 
filled for the unexpired term by the executive committee. All 
the officers serve gratuitously except the secretary, who is paid 
a nominal annual salary. 


The president is charged With the duty:of presiding over 
ali regular or special meetings, appointing allestanding or special 
committees, receiving all matters presented for consideration by 
the association, and making assignment ofeach matter to the 
proper committee or special assignment in case the subject is. 
not covered by standing committees; and to approve all drafts 
on the treasurer for regularly authorized expenditures. 


4From the Commercial Traffic Managers vs. the B. & O. R. R. 
Co. et al., I. C. C. Docket 16047. 





The vice-president presides and fulfills the duties of the 
office of the president, in the absence of the latter. 


The secretary is charged with the responsibility of keeping 
the minutes of all regular and special meetings of the associa. 
tion and of the executive committee, conducting all correspond- 
ence in the name of the association, issuing calls for meetings 
and notices of changes in constitution and by-laws, notifying 
members of their appointment to committees and the collection, 
of all initiation fees and assessments. Nominal initiation fees, 
are collected and, although no annual dues are assessed, the 
executive committee is authorized to make assessments, from 
time to time, to meet incidental expenses for clerical labor, 
stationery, postage, and office and traveling expenses, which the 
executive committee may authorize. Such assessments are ap. 
portioned among the members as the executive committee may 
determine. 
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The treasurer receives all initiation fees and assessments 
collected by the secretary and deposits the proceeds in bank sub- 
ject to his check, for the payment of authorized expenses. 


The executive committee conducts all the detailed business 
of the association, under authority conferred by the organiza- 
tion. It acts on applications for membership, received by the 
secretary, and handles all matters referred to it at meetings of 
the association. The time and place of regular and special meet- 
ings are designated by the executive committee and the call 
issued by the secretary. Regular meetings are held monthly 
throughout the year excepting during the summer months. 

A diagram of the organization of this association, shown 
herewith, indicates the simplicity of the organization. 

A constitution of this association sets forth its object “to 
interchange ideas concerning traffic matters; to co-operate 
with the Interstate Commerce Commission, the State Public 
Service Commission (of Pennsylvania) and transportation com- 
panies in promoting and securing a better understanding by the 
shipping public of the needs of the traffic world; to secure 
necessary legislation and the adjustment of rates, regulations, 
rules and practices when such are considered detrimental to the 
free interchange of commerce and to promote and protect the 
transportation interests of its members. The organization, as a 
body, will only handle matters which are general in character 
and which affect its members. Members are permitted 
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EM MERIDITH CO. 


Warehouse 
DISTRIBUTORS 
72 Mase. cars loaded 
every 24 hours for shipment 
over 16 different routes~ 


R.R.SIDING ~— SHORT HAUL TO ALL DEPOTS 


CCA VET oe 


Minneapolis—St. Paul Grand Forks, N. D. 


SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members: American Warehousemen’s Ass’n 





WE STORE AND DISTRIBUTE 


For the Great Calumet District 


General Merchandise, Furniture 
and Cold Storage 


The Great Lakes Warehouse Corp. 
Telephone Hammond 3780 HAMMOND, INDIANA 


CHICAGO 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


we Bind The Traffic World | 


SS Ot TE TRE 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street 
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Merchandise Storage and Pool Car 
wrancys Distribution 


2,000 CARLOAD 
CAPACITY 


CROOKS TERMINAL WAREHOUSES . 


CHICAGO, ILL. KANSAS CITY, MO. 







“Thru SERVICE We Grow” 
GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, be 


DETROIT 


INAL 


BUWILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


DENVER, COLORADO ome 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 
GEOGRAPHICALLY . 
LOCATED TO RENDER samt 
DISTRIBUTORS = ae 










AND FORWARDING 
SERVICE 









Direct from ships’ holds to warehouse, by means of electric conveyors, with one handling:—No trucking, canine or draying. 
Warehouse,—Re-inforced concrete and steel.—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 

With, our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your shipments. 
Complete record of all shipments — same day = movement. Daily stock reports furnished, if desired. 


Your shipments can be financed throug’ 


h our negotiable warehouse receipts. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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to present any individual traffic problem at any regular meeting 
and to request advice as to the course of procedure necessary 
to accomplish adjustment.’” 

Founded in 1913, the Commercial Traffic Managers of Phila- 
delphia has maintained a steady pace of growth in size and 
influence. The association claims to control, through its mem- 
bers, an annual freight movement of at least 700,000 cars of 
freight, a total tonnage of 25,000,000 tons, yielding the carriers 
$100,000,000 of revenue annually. ° 


Chicago Shippers’ Conference Association 


Shippers of freight in the Chicago district organized an 
association in 1920, composed of representative shippers of all 
sorts of commodities. The association has an extremely repre- 
sentative character, including among its members those who 
ship large, small, and middle-sized freight tonnage; those who 
are “commodity rate” shippers as well as “class rate” shippers; 
and those shipping the products of their industries to virtually 
every section of the United States. 

The purpose of the organization, according to the preliminary 
statement of the organizers, is to discuss traffic and transporta- 
tion matters and to exchange ideas among the members con- 
cerning these subjects. The organization seeks to promote the 
interests of its members by publicity, conference, and other 
means, and by taking united action in local transportation and 
traffic problems that affect the membership. The body seeks to 
accomplish in local traffic and transportation matters virtually 
the same things that the National Industrial Traffic League 
attends to nationally. The success of the venture is attested 
by the steady growth in size and importance of the organization. 
It is credited by shippers and railroad officials alike with being 
an intelligent and constructively aggressive organization that 
is doing much to eliminate the friction between shippers and 
transportation men. If the body served no other purpose than 
to assist in eliminating the wasteful and often unjustifiable fric- 
tion between those who ship and those who haul, it accomplishes 
much. 

Experts in each of a number of branches of traffic manage- 
ment are made chairmen and members of the committees that 
are standing parts of the organization. A number of specialized 
committees have been appointed, including: 


1. A rates, tariffs and classifications committee. 
2. A service, merchandise schedules and Trap and ferry cars 
committee. 


8. A diversion, reconsignment and transit privileges com- 


4. A switching and industrial transportation privileges com- 


5. A car service, demurrage, storage and warehouse com- 


6. An express committee. 

7. A water transportation committee. 

8. A claims committee. 

9. A weighing and inspection committee. 
0. A special terminal committee. 

11. An export and import committee. 

12. A membership committee. 

13. A publicity committee. 

14. A legislative committee. 


Meetings are held monthly and matters that appear to re- 
quire attention are assigned to appropriate committees for 
investigation and report and matters of interest are reported 
by various of the committee chairmen to the conference for the 
information of the members. The body functions as a clearing 
house of transportation and traffic ideas and information and a 
traffic co-operative organization of large influence in the Chicago 
district. 


2Article II. Constitution and By-Laws—Commercial Traffic 
Managers of Philadelphia. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of St. Louis will hold its next weekly meet- 
ing October 5, at the Chamber of Commerce. Mayor Victor J. 
Miller will be the principal speaker and guest of honor. The 
club met September 28 at luncheon. 





The Traffic Club of Memphis started the season with a 
luncheon September 28, in the ballroom of the Hotel Gayoso. 
Ladies were guests, each receiving a souvenir. Dean Noe ad- 
dressed the club and a musical cabaret was provided. 





The Cincinnati Traffic Club has ratified the resolutions 
adopted by the Associated Traffic Clubs of America at Kansas 
City. 





The Traffic Club of Kansas City met at luncheon September 
28 at the Baltimore Hotel, in a joint’ meeting with the Adver- 
tising Club of Kansas City, to celebrate “Railroad Day.” Carl 
R. Gray, president, the Union Pacific, was the speaker. 





The Transportation Club of St. Paul met in the Windsor 
Room of the St. Paul Hotel September 29. Ray P. Chase, state 
auditor, spoke on “Taxation.” 
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The Bridgeport Traffic Association will hold its annual meet. 
ing October 19 at the University Club. The election of officers 
from the list of candidates submitted by the nominating com. 
mittee, as well as from independent nominations, will be held. 





The Traffic Club of Baltimore will hold its October meeting 
October 6 at the Rennert Hotel. A business meeting will follow 
the dinner. Entertainment will consist of a moving picture, 
“Costa Rica Cruises,” under the direction of Harry Strong, United 
Fruit Company, and Hiram Bockelmann, the Metropolitan Tour. 
ist Company. A court scene with Mayor Ephraim Hugentugler, 
of York, as judge, and with attorneys for the prosecution and 
defendants, has been arranged. There will be orchestra music. 





The Tri-City Traffic Club will hold its next meeting in Mo- 
line, Ill., at the Elks’ Club October 8. J. E. Gorman, president 
of the Rock Island, will be the speaker. Music and other enter- 
tainment will be furnished. 





The Traffic Club of New England will hold its first meeting of 
the fall, which is to be known as “New England Railroad Night,” 
in the ballroom of the Copley-Plaza October 6. James H. Hustis, 
president, Boston & Maine, E. C. Smith, president, Central Ver- 
mont, and E. G. Buckland, vice-president, the New York, New 
Haven & Hartford, will be the speakers. There will also be a 
musical program. 





The Pacific Traffic Association held its first annual outing 
at Pinehurst Park September 27. A program of contests, sports, 
music and dancing was held. 





The Traffic Club of Wichita met October 1 at luncheon. A 
discussion was held with regard to reconsignment and diversion 
of freight in transit and also of store-door delivery and pick-up 
service of L. C. L. freight. 





The Traffic Club of Milwaukee held a meeting September 28, 
at which C. D. Morris, assistant to the chairman of Western 
Railways’ Committee on Public Relations, addressed the club 
on the need of the railroads for higher rates to enable them to 
earn a fair return. He said the transportation act was passed 
for the purpose of providing the country with adequate trans- 
portation. Up to that time the method of rate making followed 
had not proved satisfactory, for there had been a general decline 
in the net returns year after year, with the exception of 1916. 
Then the transportation act was passed, in which it was stated 
that the roads should be permitted to earn not only enough to 
maintain their property, but also to pay a fair return on their 
value. But, even though the roads have increased their effi- 
ciency, improved their property, and enlarged their facilities, in 
no single year have they earned anything like a fair return. 
The trouble, he said, was due entirely to the fact that the rate- 
making power had not yet given effect to the expressed will 
of Congress in the present law. He said that if it might be 
considered unjust, unfair and illegal to fix rates so high that 
the roads will earn more than a fair return, to the detriment 
of shippers and the public generally, it was equally unjust, unfair 
and illegal to fix rates so much lower than those which were 
necessary to provide the fair returns as to cripple the carriers - 
in their effort to furnish good and efficient service. 





The Traffic Study Club of Akron will hold a meeting in the 
Chamber of Commerce rooms October 5. 





The Flint Transportation Club will hold its annual fall 
banquet October 15. Grant M. Hudson, congressman of the sixth 
district of Michigan, will be the speaker. 





The Chicago Shippers’ Conference Association will hold its 
annual meeting November 3. The nominating committee has 
prepared the following report: For president, R. W. Campbell, 
manager, traffic division, Butler Paper Coompany; vice-president, 
H. D. Pixley, T. M., Carson, Pirie, Scott & Company; secretary, 
W. J. M. Lahl, T. M., American Seating Company; treasurer, 
H. B. Freck, general traffic department, Acme Steel Company, 
and for directors for three years, C. T. Bradford, manager, traffic 
department, International Harvester Company, and Henry C. 
Kramer, T. M., Wolf Manufacturing Corporation. 





The Omaha Traffic Club held its monthly meeting and ban- 
quet September 22 at the Fontanelle. H. A. Taylor, chairman, 
the Nebraska State Railway Commission, spoke on co-operation 
between shipper and carrier. 





W. P. Rudrow has been appointed freight traffic manager of 
the United American Lines at New York. H.C. Van Doorn has 
been made general freight agent at New York; P. J. Fitsgerald, 
division freight agent at Syracuse; and J. M. Tuttle, division 
freight agent at Chicago. 
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The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
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C. J. Hellerstedt has been made treasurer of the Southern 
Pacific Railroad of Mexico. He will continue to fulfill the duties 
of auxiliary secretary. J. A. Small has been appointed general 
manager. 

F. B. Moss has been appointed master mechanic at Rich- 
mond, Va., of the C. & O., and R. G. McKee has been appointed 
to the same position at Peru, Ind. 

General W. W. Atterbury has been elected president of the 
Pennsylvania to succeed Samuel Rea, who has retired under the 
pension regulations. 

BE. C. Worthley has been appointed general agent of the 
Kansas City Southern, at ‘Minneapolis, Minn. 

A. F, Meyer has been made general freight agent of the 
Cleveland,..Cincinnati, Chicago & St. Louis, at Louisville, Ky. 
J. H. Bauer has been appointed chief of tariff bureau, at Cincin- 
nati. 

A. P.. Gilbert has been appointed freight traffic manager of 
the Chesapeake & Ohio, at Richmond, Va., succeeding E. D. 
Hotchkiss, retired. William Fitzgerald has been made general 
freight agent at Richmond, Va. R. H. Vaughn has been made 
general through freight agent in charge of freight traffic and 
traffic solicitation and service, at Cincinnati. 

D. C. Hayles has been appointed general agent of the Missis- 
sippi Central at Natchez, Miss. 

C. R. Petry has been made general agent of the Erie at 
St. Paul. C. E. King has been appointed general agent at Mil- 
waukee. W. K. Vandiver has been made general agent at Bir- 
mingham, Ala. B. A. Rockwell has been appointed general agent 
at St. Louis, and L. W. Hughes has been made commercial agent 
at Kansas City. 

J. D. Youman has been appointed assistant general freight 
agent for the Alabama & Vicksburg at New Orleans. John R. 
Hodges has been made traveling freight agent at Vicksburg, 
Miss. 

Elmer M. Gray has been appointed soliciting freight agent 
for the Mississippi Central at Atlanta. 

Ray V. Gillispie has resigned as traffic manager for Weather- 
ford, Crump & Co., and will open offices at 201 Scanlan Bldg., 
Houston, Texas, as Industrial Traffic Manager, giving special at- 
tention to rate matters affecting the southwest and Texas Gulf 
ports. 

A. H. Gass, for the last three years assistant to Donald D. 
Conn, manager, Public Relations Section, the A. R. A., in the 
organization of regional advisory boards throughout the country, 


will go to Denver, October 1, as secretary of the Central Western 
Advisory Board. 


MID-WEST BOARD MEETING 


The Mid-West Regional Advisory Board will hold its fall 
meeting at Des Moines. Dr. Pearson, president of the Iowa State 
College, Ames, will be one of the speakers. It is planned to 
have this meeting well attended by farmers and live stock men. 


FREIGHT TRAFFIC OFFICERS MEET 


F. B. Houghton, freight traffic manager of the Santa Fe, was 
elected president of the American Association of Freight Traffic 
Officers at their meeting in New York last week. He succeeds 
Fred Zimmerman, president of the Chicago, Indianapolis & 
Western, president of the association for five years, who was 
unable to continue because of ill health. Other officials elected 
are as follows: first vice president, W. A. Terry, freight traffic 
manager, New York Central; second vice president, Archibald 
Fries, vice president, B. & O.; third vice-president, Charles 
Barham, chairman, Southern Freight Association; fourth vice 
president, E. R. Oliver, vice president, Southern Railway; sec- 
retary-treasurer, J. D. Gowan. 

The association sent a telegram of regret to Mr. Zimmerman 
at Indianapolis. Memorial resolutions were adopted for Robert 
C. Wright, general traffic manager of the Pennsylvania System 
and president of the association from 1907 to 1909; and Grant 
Williams, secretary-treasurer for many years. 

At the dinner held at the Biltmore, an address was made by 
H. B. Wells, judge of the circuit court of New Jersey, who spoke 
on new aspects of morality. Mr. Terry acted as toastmaster. 

The association established a reserve fund of $21,000 for 
death benefits and made provisions for an increase in the sum 
annually. 


PACIFIC NORTHWEST BOARD 


The Pacific Northwest Shippers’ Regional Advisory Board 
has been organized at Portland, Ore. This makes the twelfth 
regional board. The Pacific Northwest Board has tentatively 
selected twenty commodity committees and elected the following 
officers: General chairman, A. F. S. Steele, general manager, 
Apple Growers’ Association, Hood River, Ore.; vice general ¢chair- 
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man, H. B. Kingsley, president, West Coast Lumbermen’s Aggo. 
ciation; executive secretary, J. F. Swalwell, chairman of the 
board and president, Dexter Horton Bank, Seattle; secretary, 
H. J. Arnett, district manager, Car Service Division. The state 
officers are as follows: Vice-chairman, Western Oregon, A. §. 
Ainsworth, president, U. S. National Bank, Portland; vice-chair- 
man, Eastern Oregon, L. F. Pohlman, president, First Nationa] 
Bank, Baker, Ore.; vice-chairman, Western Washington, C. F. 
Currie, secretary-manager, Ryan Fruit Company, Seattle; vice- 
chairman, Eastern Washington, J. P. McGoldrick, president, Mc- 
Goldrick Lumber Company, Spokane; vice-chairman for Idaho, 
Huntington Taylor, G. M., Edward Rutledge Timber Company, 
Ceur d’Alene, Idaho. The board’s territory also takes in British 
Columbia, but no vice-chairman has been elected for that district. 


RAILWAY BUSINESS ASSOCIATION MEETING 


The Railway Business Association will hold its annual din- 
ner at the Hotel Commodore, New York, November 11. Speak- 
ers will be Douglas Malloch, W. P. Hamilton, editor, the Wall 
Street Journal, and James M. Beck, until recently solicitor-gen- 
eral. 


THE SHIPPING BOARD PROBLEM 
The Traffic World Washington Bureau 


President Coolidge has been forced, by recent developments 
at the Shipping Board, to institute an inquiry into the relations 
between the Shipping Board and the Fleet Corporation, the 
board’s agent for the operation of the government merchant 
marine. The board and corporation have vexed every admin- 
istration that has been in power since they were created under 
acts of Congress. Again and again developments in connection 
with the operation and disposition of the war-time created fleet 
of merchant ships have caused members of the board to be 
summoned to the White House, and, in several instances, offi- 
cials have been ousted and new appointments made. The inter- 
est of the White House in the problem may be explained by the 
fact that the board has handled and is handling a vast amount of 
government property in an enterprise of world-wide importance, 
and that failure in properly administering that property may be 
charged to the particular administration in power at the time 
such failure is made. 

The pot of dissension has been on the fire for months at the 
Shipping Board. In the last week or so it reached the boiling 
point and again the President had to give more than passing 
attention to what was transpiring. The immediate cause of the 
existing controversy may be tracted to the following state of 
affairs: 

While still at Swampscott President Coolidge was credited 
with uttering some remarks as to government officials spread- 
ing propaganda against his economy program. There had been 
reports from Washington to the effect that Chairman O’Connor 
of the Shipping Board has said that if a proposed budget esti- 
mate of approximately $15,000,000 for maintaining the govern- 
ment merchant marine for the next fiscal year were approved 
by Congress, it probably would be necessary to take the 
Leviathan and other vessels out of operation. At about the same 
time President Palmer of the Fleet Corporation said there was 
no intention of taking the Leviathan out of service. The presi- 
dential comment was said to have been to the effect that Mr. 
Palmer, and not Mr. O’Connor, was operating the ships of the 
government merchant marine and that if Mr. Palmer had said 
that the Leviathan would have to be taken out of service, some 
credence might be placed in such a report. In some quarters 
this development was construed as meaning that Chairman 
O’Connor’s stock had slumped with the President. It was no 
secret that the chairman did not like the comment from the 
summer White House. He was made chairman by the President, 
and apparently has desired to pursue a course in Shipping Board 
affairs in line with the President’s merchant marine policy. The 
result of these developments was that it appeared that President 
Palmer was the one who was “ace high” at the White House. 
Mr. Coolidge returned to Washington. Shortly afterward Presi- 
dent Palmer conferred with him. Then Chairman O’Connor was 
a caller. In the meantime, Chairman O’Connor had blocked the 
sale of the Pan-America line to the Munson Steamship Line, 
that sale having been recommended by Mr. Palmer. The day 
after the chairman’s visit to the White House a spokesman for 
the President praised Chairman O’Connor. The resutl of this 
was that the chairman came back to the board with the Presi- 
dential blessing and with the pleasure that this blessing caused 
to rise in him. It appeared that a reconciliation might be worked 
out between the chairman and Mr. Palmer, but on the day fol- 
lowing the President’s praise of Chairman O’Connor an article 
several columns in length appeared in the Washington Star 
praising President Palmer and criticizing the Shipping Board. 
On the surface it appeared that President Palmer, having ob- 
served the praise meted out to Chairman O’Connor by the 
President, had inspired publication of the article. In any event, 
that was the way in which it was received in Shipping Board 
circles. Inquiry, it may be said, however, developed that the 
article had been prepared some little time before it was pub- 
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lished and that it was intended as a review of the Fleet Corpo- 
ration-Shipping Board situation in the last few months and that 
publication of it had not been planned in defense of Mr. Palmer 
in connection with the President’s praise of the chairman. The 
immediate result of publication of the article was the creation 
among the members of the board of a majority against the con- 
tinuance of Mr. Palmer as head of the Fleet Corporation. One 
member of the board who had been opposed to Mr. Palmer for 
some time declared the article was “important if true.” Another 
said it was misleading and that much of it was not true. Mem- 
bers of the board held several sessions in which Mr. Palmer 
was the subject of bitter discussion. It was practically decided 
that Commissioner Haney should offer his motion for acceptance 
of Mr. Palmer’s resignation and that another commissioner 
would second it. At least two other commissioners were sup- 
posed to be ready to vote for it. This state of affairs reached 
the ear of the President. He called in Chairman O’Connor. 
Later he called in Commissioners Hill and Plummer. Again a 
Shipping Board-Fleet Corporation situation had arisen where the 
President felt it was necessary for him to intervene. 

Explaining the conferences with the commissioners, a spokes- 
man for the President, in effect, said: 


It is the resire of the President to see if a plan can be worked 
out for the proper administration of the $350,000,000 of property 
handled by the board. He has reached no conclusions and has at the 
present time no particular plan in mind. He is not certain what 
powers the executive has to deal with the situation. He feels that 
perhaps the Shipping Board may be an independent agency that may 
act according to its own pleasure in administration of the property 
without any jurisdiction of the President being involved. The ques- 
tion of jurisdiction, however, is not a matter of great concern. The 
real concern is whether the board is conducting things so as to pro- 
mote the best interest of the shipping of the United States. To ascer- 
tain the latter is the purpose of the President’s inquiry. 


It is apparent that the President has decided that affairs 
have reached the point where a thorough inquiry is necessary. 
It is believed that, as the result of the inquiry which has just 
been begun the President will make definite recommendations to 
Congress as to revision of the merchant marine laws. The be- 
lief is held here that he may recommend that operation and 
transfer of the government merchant marine to private operation 
be placed under the executive branch of the government, to the 
end that the business may be transacted by an agent responsi- 
ble to the President, and not to a board of seven members, four 
of whom belong to one political party and three to another, and 
who are appointed from specified sections of the country. 

The President’s inquiry may have the effect of restraining 
the board, for the time being, from acting on Commissioner 
Haney’s motion to remove Mr. Palmer. The latter has refused 
to discuss the situation for publication. He is standing on the 
record made by him as head of the Fleet Corporation. It is felt 
in Fleet Corporation circles that real progress has been made 
under Mr. Palmer in the accomplishment of President Coolidge’s 
merchant marine policy, which, in brief, calls for economical and 
efficient operation of the government ships and their transfer to 
private operation as soon as possible under the provision that 
they be kept in operation in the services established under the 
merchant marine act. Fleet Corporation officials declare that 
the fact that operators are now seeking to buy government lines 
is proof that they have been put on such a basis that the opera- 


tors see their way clear to operating the ships successfully un- 
der private ownership. 


The President’s request for the resignation of Commissioner 
Haney; the commissioner’s refusal to resign on the ground that 
he broke a promise to the President that he would try to get 
along with Mr. Plamer as head of the Fleet Corporation; the 
opposition of a majority of the members of the board to Palmer 
remaining as head of the corporation; the conviction of many 
administration leaders, including some in Congress, that the 
solution of the Shipping Board-Fleet Corporation problem lies 
in separation of the two bodies by law; the differences that arise 
between the corporation and board over ship sales—all these 
factors point to the shipping problem being forced on the atten- 
tion of Congress at the next session, with President Coolidge 
demanding that something be done about it. 


The Shipping Board has under consideration proposed re- 
ductions in the salaries of Fleet Corporation officials for the 
next fiscal year. The board may figure on such reductions when 
it submits its estimate for the next fiscal year to the Director of 
the Budget. The reductions under consideration are from $25,000 
to $18,000 in the salary of President Palmer, and from $18,000 
to $15,000 in the salaries of three other Fleet Corporation offi- 
cials. No other salaries in excess of $10,000 would be paid, 
under the produced reductions. The Fleet Corporation now has 
seven Officials who get $18,000 a year. They are the five vice- 
presidents, the general counsel of the Fleet Corporation, who 
also serves in the same capacity for the Shipping Board, and 
the general manager of the United States Lines. 


President Palmer made substantial reductions in the salaries 
of officials of the Fleet Corporation when he became head of 
the organization. He believes that further reductions should 
not be made and that, measured by salaries paid in private 
business, the salaries paid are reasonable when it is considered 
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that the Fleet Corporation does 
$100,000,000. 

Following his determination to inquire into the Shipping 
Board problem, President Coolidge this week appointed H. ¢ 
Dalton, of Pickands, Mather & Co. of Cleveland, ship operators 
on the Great Lakes, as adviser to the President in Shipping 
matters. Mr. Dalton was introduced by the President September 
30 to Chairman O’Connor and Commissioner Benson, of the 
board, and President Palmer, of the Fleet Corporation. There 
was no Oflicial announcement as to just what Mr. Dalton was 
to do, but it was understood that the primary purpose of hig 
appointment was to get at the facts with regard to the Shipping 
Board-Fleet Corporation situation. 

Certain members of the board resented the action taken by 
the President. Commissioner Thompson pointed out that the 
board was an independent agency created by Congress. He said 
he did not know anything about a “referee,” as Mr. Dalton had 
been described by newspapermen, but that he did know that 
five members of the board had repeatedly asserted that “Ad- 
miral Palmer was incompetent to administer so vast a business 
as the operation of the merchant fleet conceived to be operated 
and directed for the benefit of the producer and consumer and 
not primarily to serve the interests of the shipowner or cp- 
erator.” 

It was believed that the President’s action would have the 
effect of restraining a majority of the board from acting on 
Commissioner Haney’s proposal to remove President Palmer 
from office at least until the President’s investigation had been 
completed. 

Appointment of Mr. Dalton followed closely the sending of a 
letter to President Coolidge by the board setting forth that the 
board hereafter would have to exercise the authority conferred 
on it by law with respect to the Fleet Corporation. The sending 
of the letter September 30 was not approved by Chairman O’Con- 
nor or Commissioner Hill, the commissioners approving that 
course having been Plummer, Benson, Haney and Thompson. 
Chairman O’Connor, according to members of the board, had 
agreed to sending the letter at a meeting several days ago, but 
he refused to approve when the members demanded that it be 
sent. The importance of the letter sent by the board, however, 
was lessened, it was believed, by the decision of President Cool- 
idge to appoint a special investigator. This action, it was be- 
lieved, necessarily would have the effect of holding up any defi- 
nite action by the board for the time being. 

The Shipping Board, October 1, by a vote of four to one, 
rescinded the so-called “divorcement” resolutions under which 
certain powers were delegated by the board to the Fleet Cor- 
poration. By this action the board resumed full and exclusive 
control of the activities of the Fleet Corporation. This was 
the latest development growing out of the controversy between 
President Palmer and the board. Mr. Palmer said he had no 
comment to make on the action, not having been officially ad- 
vised of it. Chairman O’Connor opposed the action, which was 
moved by Commissioner Thompson and seconded by Commis- 
sioner Plummer. Commissioners Benson and Haney voted for 
it. Commissioners Hills and Lissner were absent. 

Secretary Hoover, of the Department of Commerce, this 
week reiterated that he did not favor transfer of the functions 
of the Shipping Board to the Department of Commerce. He 
explained that the President’s special committee on merchant 
marine affairs had recommended separation of the Fleet Cor- 
poration and Shipping Board but that the plan contemplated 
that the board would continue in existence as a regulatory body. 

Senator Curtis, of Kansas, had previously suggested that the 
functions of the Shipping Board might be transferred to the 
Department of Commerce. Senator McKinley, of Illinois, ex- 
pressed himself as in favor of such a proposal. 


PORT OFFICIALS AND RAIL ISSUES 


The Traffic Wor'd New York Bureau 


More than 250 members of the American Association of 
Port Authorities, with unofficial delegates and representatives 
from Canada, England, Russia, Japan, and the Philippine Islands, 
were present at the opening of the fourteenth annual convention 


of the association in the hall of the Chamber of Commerce of 
the State of New York. 


L. W. Baldwin, president of the Missouri Pacific Railroad, 
who was unable to attend in person, presented a paper on the 
coordination of rail and water carriers, which was read by E. B. 
Hadley, chief engineer of the Missouri Pacific system. Mr. 
Baldwin urged the harmonious development of port facilities by 
rail and water agencies. Said he: 


The coordination of rail and water facilities in transportation 
can never be promoted through a spirit of antagonism or the 
attempt to destroy or cripple one or the other of these agencies of 
transportation. The country is entitled to utilize all the means 
of transportation available, and a recognition of this fact should 
eliminate the spirit of antagonism that has too frequently devel- 
oped between the rail and water transportation companies. 

Indicationos are that by 1940 this country will have a popu- 
lation of about 130,000,000 which will require about four billion 
tons of freight to be moved, as against 2,500,000,000 tons at the 
present time. The greater portion of this increased tonnage will 
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Fast Freight and Passenger Service 
Scheduled sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 

To —HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
October 17 
November 7 
December 5 


" Also regular sailings for Mazatlan, Manzanillo, Acapulco, 


Champerico, San Jose de Guatemala, Acajutla, La Libertad, 
La Union, Corinto, Amapala, Puntarenas, San Juan del Sur and 
Balboa and Cristobal (Panama). 


Trans Shipment at Panama for South American and European Ports. 
OFFICES 
2 Pine Street, San Francisco, C: 
606 Central Diag, Los Angeles, Cal. 


THE NEW NICOLLET HOTEL 


MINNEAPOLIS 


The Northwest’s finest hotel. 600 Rooms with bath or 
connecting. Every room anoutsideroom. Largest and 
finest ballroom in Northwest. 


Every facility for luncheons, banquets and meetings, 
from the small meeting up to 1500 capacity. 


59 Rooms at $2.00 257 Rooms at $3.50 

68 Rooms at $2.50 [RATES j 41 Rooms at $4.00 

84 Rooms at $3.00 38 Rooms at $5.00 
Suites and Special Rooms at $6.00 to $9.00 


MAIN DINING ROOM—COFFEE SHOP 
MUSIC and DANCING by the FAMOUS Osborn Orchestra 
3 Blocks from both Depots, Retail Center and Wholesale Center 

Under Management Geo. L. Crocker 


is 
" WILLIAMS LINE 


Ship by Water 


‘*DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 

39 South St. Drexel Bldg. Oliver Bids. 
And at our Branch Offices at port> of call, etc. 
















































































































































































































































































































































































































































































































































780 





be handled by the railroads, supplemented by the waterways, and 
every large city and every city which expects to become large 
should not be at work on plans for ultimate development, including 
the enlargement and improved efficiency of its transportation 
systems. 

Figuratively speaking, a port stands with one foot in the 
water and one foot on the land, and the transfer of freight between 
boats and cars should be made by the proper port authorities 
without the intervention of private interests in such procedure. 
The cost of such transfers should be paid to the port authorities 
upon some equitable basis by the railroads and water transport 
companies, and covered in the through rates paid by the shippers. 

To harmonize all the various interests and to create and 
maintain a successful port requires the direction of a competent 
management, with power to compel compliance with its regu- 
lations, and a definite plan for development of both marine and 
railroad facilities is necessary and must be followed in any expan- 
sion required for handling business through the port. 


In a paper on the relation of the motor truck to water ter- 
minal operation, William F. Williams, Massachusetts Commis- 
sioner of Public Works, said: 


The advent of the motor vehicle has introduced many changes 
in transportation methods, especially in the short haul of less 
than carload lots and in the so-called “door-to-door” delivery of 
goods. It has also developed a mobility of operation and a saving 
of time of short haul shipments of less than carload lots not pos- 
sible of attainment by the larger units and rigid schedules of 
freight movement by rail.” 

“Much has been said and written as to the adverse effect 
of the motor vehicle upon the business of the railroads which 
failed to consider the great advantages to be secured from an 
intelligent coordination of these methods of transportation. They 
are not fundamentally inimical, although it may take some time 
to establish their most effective relations. The fact that two New 
England railroad companies have already decided to enter the 
field of motor truck and motor buss transportation is evidence 
of the realization by these companies of the value of the motor 
= as an integral part of.a well-balanced transportation 
system. 

The prophecy that within ten years trunk line motor high- 
ways for trucks would be built between important cities by 
private corporations, much as the railways were built in their 
early development, with grade crossings and heavy grades elim- 
inated, and run as toll roads, was made by Major Elihu Church, 
transportation engineer of the Port of New York Authority. 

Major Church’s prediction came in a discussion of the com- 
petition between trucks and railways, in which railroad men 
present contended that, while motor trucks had undoubted value 
for short hauls around terminals, they had no field of usefulness 
in competition with the railroads on long hauls. Major Church 
took the opposite view, saying that the present traffic congestion 
in cities made motor trucks too expensive for general use, but 
that there were unlimited possibilities for their development in 
intercity traffic on special highways. 

The decreasing use of trucks was shown, he said, by a 
survey of the trucks drawing heavy loads to and from terminals 
in New York. It was found that seventy-three of every hundred 
trucks were horse drawn, the reason being that it cost six cents 
a minute to keep a motor truck on the street. The five-ton truck 
in the cities, he said, carried an average of one and a half tons, 


during three hours of an eight-hour day, and made an average 
speed of four miles an hour. Said he: 


This trucking business is profitable for long hauls, and it is 
growing so rapidly that anyone who drives knows how trucks tangle 
up the highways. The new vehicular tubes are going to take 
1,900 vehicles an hour under the Hudson River. How is all that 
traffic to be handled? I expect that motor truck lines will be 
built between cities, with banked curves and grade crossings 
eliminated, with grades cut down as they are on railroads 
so that gears will not be shifted so often. It will be done within 
ten years, and then over these specially constructed roads we will 
see fast tractors hauling long trains of trailers. They will be 
controlled by air brakes on the tractor just as a freight train 
is controlled by the engineer in the cab. When the trunk line 
comes to a city it will go around it, and if the city is large 
enough to justify it, there will be a belt line around it ,and the 
trailers will be dropped off and handled by a smaller tractor. 

The road will be run like a railway. Indeed, it will be so 
much like a railroad that grade crossings on it will be infinitely 
more dangerous than a railroad grade crossing. These tractors 
I am thinking of will be high-speed tractors of a type not yet 
developed, but which can be developed. They will pass with 
great speed in great numbers. Already there have been times 
when 6,000 vehicles an hour have passed over an East River 
bridge. I would rather cross a railroad any day than cross that 


bridge roadway. 

Major Church said he spoke as an individual and not as 
an officer of the Port Authority, but his remarks caused a good 
deal of comment and interest among the terminal men present, 
who had listened to conflicting views as to the value of trucks 
and their competitions with railroads. 


Other papers were presented by Chas. J. Golden, of Los 
Angeles, on “Rail Rates as a Factor in Port Development”; 
DeWitt Van Buskirk, former member of the New York Port 
Authority, on “The Harbor of New York”; G. M. Massey, Amer- 
ican representative of the Manchester Ship Canal Company, on 
“Selling the Port,” and S. A. Thompson, secretary of the 
National Rivers and Harbors Congress, on “Seaports and Inland 
Waterways.” 

The American Association of Port Authorities closed its 
final session October 2, with the election of the following officers: 


President, J. Spencer Smith, Tenafly, N. J., former vice-chair- 
man of the New York Port Authority; first vice-president, G. B. 
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Heghardt, Portland, Ore.; second vice-president, Brigadier-Generg) 
T. L. Tremblay, Quebec; third vice-president, W. F. Williams 
commissioner of public works, Boston; secretary, Tyley S. Me: 
Chesney, New Orleans; treasurer, F. C. Marron, Seattle. 

The directors elected were Major B. P. Allen, C. R. Thompson 
General H. Taylor, W. G. Sibert, Colonel Guy Kirkpatrick, 
Cousins and Charles H. Spear. Executive committee: M. P. Fen. 
nell, Jr., Montreal, Benjamin Thompson, Tampa, and Commander 
J. H. Walsh, retiring president. 


The proceedings closed with a banquet on board the Steam. 
ship Majestic, where the International Mercantile Marine Com. 
pany played host. Governor Smith, Governor Silzer, of New 
Jersey, and Sir Harry Gloster Armstrong, British consul at New 
York, were the chief speakers. They talked on port problems, 


MERCHANT MARINE CONFERENCE 


Shippers and business men, representatives of farming, map. 
ufacturing and other interests in the north central states, wil] 
attend two meetings to be held in that section of the country 
under the auspices of the Chamber of Commerce of the United 
States for the purpose of discussing the requirements of a 
permanent national merchant marine policy. 

The first of these meetings will be held in Detroit, Sep. 
tember 30, and the second at Chicago, October 1. 

A series of similar meetings on the Pacific Coast and in 
the mountain states has just been concluded. The Detroit and 
Chicago meetings are designed to embrace the transportation, 
agricultural, lumbering and manufacturing interests of Ohio, 
Indiana, Illinois, Michigan, Wisconsin, Minnesota, Iowa, North 
Dakota, South Dakota and Nebraska. Later arrangements will 
be made to ascertain the viewpoint of shippers and business men 
of the southern states in order that the requirements of all sec- 
tions of the country may be taken into consideration by the 
National Merchant Marine Conference as a basis for recommen- 
dations looking to the solution of the shipping problem. 

“The conferences already held,” said John W. O’Leary, pres- 
ident of the national Chamber, “discloses a growing appreciation 
of the fact that shipping is as much a question for the considera- 
tion of the interior sections as for the seaboard states. Foreign 
trade shipments originating in northern central territory have 
attained impressive proportions and contribute materially to the 
commerce through the Atlantic, Gulf and Pacific ports. The 
development of our foreign trade since the war has brought out 
more clearly than ever the necessity for a definite merchant 
marine policy. And, from the national viewpoint, the question 
is one that demands serious consideration.” 

Among the members of the conference from the states to 
be covered by the Detroit and Chicago meetings are: F. R. 
Bigelow, president of the St. Paul Fire and Marine Insurance 
Company; Thomas C. Powell, president of the Chicago & Eastern 
Illinois, Chicago; L. P. Thayer, International Harvester Company, 
Chicago; Frank Heffelfinger, president of the Peavey Elevator 
Co., Minneapolis; J. F. Reed, president of the Minnesota Farm 
Bureau, St. Paul; L. J. Taber, master of the National Grange, 
Columbus; McPherson Browning, vice-president, Detroit Trust 
Co.; Sydney Anderson, president, Millers National Federation, 
Chicago; Robert W. Bingham, chairman National Council of Co- 
operative Marketing Association, Louisville, Ky.; O. E. Bradfute, 
president of the American Farm Bureau Federation, Chicago; 
W. L. Cherry, president of the J. G. Cherry Company, Cedar 
Rapids; Dr. Ralph E. Heilman, dean of the school of Commerce, 
Northwestern University, Evanston, Illinois; John T. Pirie, Car- 
son, Pirie, Scott & Co., Chicago; A. Sykes, president of the Corn 
Belt Meat Producers’ Association, Ida Grove, Ia.; Charles Piez, 
president of the Link Belt Co., Chicago; Arthur T. Waterfall, 
vice-president, Dodge Brothers, Detroit; Walter W. Head, pres- 
ident, Omaha National Bank, Omaha, Neb.; Charles H. Markham, 
president, Illinois Central, Chicago; and John N. Willys, pres- 
ident, Willys Overland Co., Detroit. 


It is expected that the conference will complete its report 
in November or December. 


NEW SHIP POLICIES DISCUSSED 


The Trasiz World New York Bureaw 


Plans for maintaining direct shipping trade service which 
might be abandoned when the government withdraws from the 
shipping business were discussed in New York by one of the four 
committees of the Merchant Marine Conference organized by the 
Chamber of Commerce of the United States. A. J. Brosseau, 
president of Mack Trucks, Inc., chairman of the committee, sub- 
mitted reports received from a series of round table conferences 
on the merchant marine question recently in Pacific Coast and 


Rocky Mountain cities. A statement summarizing the reports 
follows, in part: 


The direct trade route services established since the war are 
regarded as of the greatest importance to the expansion of foreign 
markets for America’s surplus agricultural and industrial pro- 
duction. It was shown, however, that these trade routes are being 
maintained in large part of Shipping Board vessels, there being 
about 300 of these vessels engaged in this foreign trade on which 
the government is absorbing out of pocket losses amounting to 
$24,000,000 a year, while only about 100 of the vessels in these 
trades are in private ownership. One of the questions under con- 
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way for protecting 
Perishable goods 


With perishable products packed in Balsa Boxes, there is no 
danger of loss through the effects of temperature change. For 
Balsa is a natural insulating wood which prevents the pas- 
sage of both heat and cold. 


In addition to this, Balsa Boxes are of an unusual thickness’ 
they’re strong as pine though the wood itself is lighter than 
cork. Each box is encircled by a strong steel band—a guard 
against petty theft of the goods inside. 


Write for information about these remarkable containers. © 
Prices will be quoted on boxes to meet your own specifica- 
P| tions. See the nearest address below. 


THE FLEISCHMANN TRANSPORTATION COMPANY 


Balsa Box Department 
New York: 699 Washington Street Chicago: 327 So. La Salle Street 


Baltimore Buffalo Langdon, D. C. San Francisco St. Louis 
Boston Cincinnati Peekskill, N. Y. Seattle 





The Cincinnati, Indianapolis and Western Railroad 
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CINCINNATI, 
INDIANAPOLIS AND 
WESTERN RAILROAD 
AND CONNECTIONS 





The Cincinnati, Indianapolis & Western R. R. is the short line on traffic routing through Springtieid thus avoiding the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and is a natural 
intermediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high class and 
condition assures efficient handling of traffic. 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Hume, Metcalf, West Dana, Hillsdale, 
Brazil, Guion, Roachdale, Indianapolis, Rushville, Connersville, Cottage Grove, Hamilton, Cincinnati, and all points on its line and 
beyond these junctions in Central Freight Association and New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, 
Norfolk, Richmond and all Eastern, Southern and Southeastern points. 

Fast Freight Service in connection with all Fast Freight Lines Routes. 

For information as to Rates, Routes, Service, etc., address C. I. & W. R. BR. Representatives at any of the following peints: 


101 Marietta St., Reom 806, Atlanta, Ga. 730 Central Blidg., Les Angeles, Calif. 980 Arcade Bidg., St. Louis, Mo. 
436 Marquette Bldg., Chicage, IIL 41 Porter Bidg., Memphis, Tenn. 773 Monadneck Bidg., San Francisco, Calif. 
205 Neave Bidg., Cincinnati, Ohie 605 Metropolitan Life Bldg., Minneapolis, Minn. 4448 White Bidg., Seattle, Wash. 
740 Railway Exchange, Kansas City, Me. 280 Broadway, New York, N. Y. 330 Reisch Bidg., Springfield, Il. 
620 Park Bidg., Pittsburgh, Pa. 419 Ohio Bldg., Toledo, Ohio 
J. A. SIMMONS, General Traffic Manager, C. L & W. BR. BR. Building, Indianapolis, Ind. R. B. Kinkaid, General Freight Agent. 
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sideration is as to how these services are to be effectively main- 


tained when the government is withdrawn from the shipping 
business. 


A report was made on the forms of government aid which 
have been given to shipping by foreign countries. General 
ship subsidies—that is, subsidies based on size, speed and mileage 
covered—have been attempted in a few countries, notably France, 
and have been abandoned. France has recently adopted a policy 
of subventions to particular trade routes. Japan’s merchant 
marine has been built up under a system of trade route subven- 
tions through contracts for maintaining services to particular 
trade regions. Great Britain has given aid especially to higher 
and faster types of vessels through liberal mail contracts and 
admiralty subventions, and has also provided a form of subsidy to 
shipbuilders through Government loans at a low rate of interest. 


The committee’s report on permanent policy for maintaining 
the American flag on the high seas against foreign competition 
will be made at the Merchant Marine Conference to be called 
later this fall by the Chamber of Commerce of the United States. 


SHIPOWNERS ASK CANAL OPENING 


The Traffic World New York Burean 


Proposed legislation establishing one system of measurement 
at the Panama Canal, and extension of the time the canal is 
open from eight to twenty-four hours a day, were discussed this 
week at a meeting between officials of the American Steamship 
Owners’ Association and Col. M. L. Walker, Governor of the 
Canal Zone. 

Winthrop L. Marvin, vice president of the Association, 
assured Governor Walker that the lines would cooperate with 
the canal authorities in obtaining new legislation if this did not 
mean an increase in tolls. Edgar F. Luckenbach, president of 
the Luckenbach Line, and others urged that the present eight- 
hour period be extended to avoid delays to shipping. 

In the last Congress a bill sponsored by the Panama Canal 
Commission to establish a single standard of measurement 
passed the House, but was not acted on in the Senate. Opposi- 
tion of the shipowners to the proposed rate of $1 a ton Panama 
Canal measurement succeeded in stopping the measure. The 
owners contended that the bill would result in greatly increasing 
the tolls on nearly all general cargo steamers. 

Governor Walker promised careful consideration to the rec- 
ommendations of the steamship companies. The companies, 
meanwhile, will prepare a statement in support of their views. 


Another conference will be held with Governor Walker on 
October 19. 


SALES OF VESSELS 


The Fleet Corporation has announced the sale of the 
Cornucopia, a lake type cargo vessel of 3,180 deadweight tons, 
to Charles F. Webb of Boston, Mass., for $28,500. The Coperas, 
a lake type cargo vessel of 3,180 deadweight tons, and the 
Lake Catherine, a lake type cargo vessel of 2,940 deadweight 
tons, have been sold to the Aetna Portland Cement Company 
of Detroit, Mich., the Coperas for $27,000 and the Lake Catherine 
for $31,000. 

The Fleet Corporation has announced the sale of the West 
Keats, a steel cargo vessel of 8,538 deadweight tons, to the 
California & Eastern Steamship Company of Los Angeles for 
$202,000. . 





ESTIMATE FOR BOARD 


An estimate of $22,000,000 in round numbers for the Ship- 
ping Board and Fleet Corporation for the next fiscal year was 
recommended to the Director of the Budget this week by Chair- 
man O’Connor of the board. This was approximately $7,000,000 
more than the Director of the Budget had indicated would be 
recommended by the Budget and $4,000,000 more than the esti- 
mate made by President Palmer of the Fleet Corporation. The 
board’s estimate provided for reduction of Palmer’s salary from 
$25,000 to $18,000, and for only three salaries of $15,000 as 
against seven $18,000 salaries being paid now. 


SALE OF PAN AMERICA LINE 


Doubt as to the authority of the Shipping Board to give an 
option such as was given to the Munson Steamship Line with 
respect to the vessels of the Pan America Line was expressed 
this week in an opinion given by C. G. Parker, general counsel 
of the Shipping Board. Under the option the Munson Line 
had the privilege of meeting the highest bid for the ships. Mr. 
Parker said that, under section 5 of the merchant marine act, 
which requires competitive bidding, there was no authority for 
such an option. He thought it was possible such authority 
might be found under section 7, which provides for preference 
being given to operators under certain conditions, but that he 
doubted it. He said, however, that the Munson Line, holding 
the option, and under the provisions of section 7, might have 
substantial cause for litigation against the board if the board 
should decide that the option was not binding. 

The board has yet to decide whether or not, when new offers 
are received for the Pan America Line, the Munson Line will 
be permitted to meet the highest bid made, There were rumors 
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that Henry Ford had become interested in the line again ang 
that he might submit a bid. 


INTERCOASTAL TRAFFIC 


More than 10,000,000 long tons of cargo were moved by veg. 
sels engaged in the intercoastal trade between the Pacific coagt 
and the Atlantic and Gulf coasts in 1924, according to the Bureay 
of Research of the Shipping Board. Nearly four-fifths of this 
total movement consisted of California oil in transit to easter 
and southern coast ports. The oil movement in 1924 was nearly 
28 per cent below that of 1923, owing to lower production anq 
increased refining facilities on the Pacific coast, thus reducing 
the volume of shipments of crude oil to eastern refineries. |p 
consequence of this reduction, together with a falling off in west. 
bound cargo tonnage, the total intercoastal trade was about 
18 per cent less in 1924 than in 1923. A report completed by 
the bureau contains details of the tonnage of commodities moved 
in intercoastal trade in 1924, with ports of origin and destination, 


ARGUMENT ON GRAIN ORDER 


The Trafic World Ott-wa Bureay 


Application for recision of the order of the Dominion Rail- 
way Board of September 2 equalizing rates on grain and flour 
moving west for export through Vancouver, with rates on the 
same commodities moving eastward to Fort William for equal 
distances, was heard this week at Ottawa by the board. Among 
the applicants for recision are the Montreal Board of Trade, 
Canadian Pacific Railway, Winnipeg Board of Trade, Regina 
Board of Trade, the provinces of New Brunswick and Nova 
Scotia, and the government of Manitoba. 

Eugene Lafleur, representing the Montreal Board of Trade, 
W.N. Tilley, representing the Canadian Pacific, and Isaac Pit- 
blado, representing the Winnipeg Board of Trade, in opposing 
the order and asking for its recision, declared that it was ultra 
vires for Chief Commissioner H. A. McKeown and Commissioner 
Frank Oliver to issue an order based on their hearing in Van- 
couver last November without giving the other three members 
of the board an opportunity of reviewing the case. G. G. McGeer, 
for the province of British Columbia, and S. B. Woods, for Al- 
berta and Saskatchewan, argued that the two commissioners 
signing the order were competent legally to do so and that the 
order in council issued by the federal cabinet on June 5 of this 
year contained explicit instructions so to do. 

Mr. McGeer asked the board to dismiss the application for 
recision without delay so that western grain men would know 
what rates to provide for in moving this year’s bumper crop, a 
considerable percentage of which will be exported through Van- 
couver. 

Sixteen separate applications came before the board. The 
first to reach it was that of the Montreal Board of Trade on 
behalf of the Montreal Corn Exchange Association, asking that 
the order reducing the rates should be rescinded, and that the 
whole question should be considered a part of the equalization 
rate case. Twelve of the other applicants make representations 
along the same lines as the Corn Exchange, the second of these 
being the Canadian Pacific Railway. 

The three applicants asking the maintenance of the reduced 
rates are the Vancouver Board of Trade and the provinces of 
Alberta and Saskatchewan. Those provinces make two applica- 
tions on the subject. The first is that the tariffs be corrected 
to a basis of equalization proportionate to distance, as such grain 
and flour would carry if moving eastward for export. The sec- 
ond application of the provinces requests that “the board set a 
mileage scale of rates on grain and flour to Pacific coast ports 
for export, and that such rates shall apply to all traffic moving 
from all points to all lines west of Fort William either to Fort 
William, Port Arthur, or to Pacific coast ports in Canada.” 

Among the applications seeking to have the reduction in 
rates rescinded are those from Regina, Moose Jaw, Winnipeg, 
and Fort William boards of trade. 

The Province of New Brunswick asks that the reduced rates 
be held in abeyance until representations from the Maritime 
Provinces can be heard, and that the same be considered as 
part of the general freight rate investigation. 

In addition to the export rate case, the board has before it 
an application of the millers for the issuing of tariffs on Canadian 
railway to meet America competition in the carriage of flour. 
The Dominion Millers’ Association of Toronto already has 4 
case before the board in which it is charged that existing rates 
discriminate in favor of Chicago and other American cities. 
In this case, the Maple Leaf Milling Company, the Western 
Canada Flour Mills Company, the Canadian National Millers 
Association and the Department of Agriculture of the province 
of Ontario are now seeking to intervene. 





RAIL RATES DOWN, OCEAN RATES UP 
W. B. Lanigan, general freight traffic manager of the Cana 
dian Pacific, says that when rail rates come down, ocean rates 
go up. He points out that when export grain rates to Vancou- 
ver were reduced 10 per cent in October, 1923, the ocean rates 
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The OPEN DOOR 
to FAST FREIGHT SERVICE 
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PEORIA is located half-way between Chicago and St. Louis, and, Transfers of traffic at Peoria between the 16-line- 
haul carriers are made within a few hours by the use of tlie facilities of the Peoria and Pekin Union, instead of 


the much longer period required in some of the larger and congested terminals. 
PEORIA being a rate-breaking point as well as a-terminal point, has a considerable advantage over other cities in 
the mid-west in the matter of freight rates and transportation service. 


ques, PEORIA & PEKIN UNION RY. CO., Union Station, PEORIA, ILL. 


Merchandise Distribution 


FREIGHT FORWARDERS 


City Delivery Service Twice Daily to all Parts 
of Greater Kansas City 
Consolidated Car Service With Free Store Door Delivery 


Most Complete and Up-to-Date System of 
Stock Records and Reports 


Transfer & Storage Company 


228-236 West 4th Street 


Located in the Heart of the Wholesale District 4 i’ Tie. \ \ NN 
: . AVES » 
Te | B\ WN 


\y 


\P IND 
Low Insurance Rates Modern Warehouses \ ae 
Prompt and Efficient Service S\Aah 


CHAMBER OF COMMERCE OF THE U. S. 

MEMBERS CHAMBER OF COMMERCE OF KANSAS CITY 
AMERICAN CHAIN OF WAREHOUSES 
TRAFFIC CLUB OF KANSAS CITY, MISSOURI 


New York Representative Chicago Representative 
O. V. HUKILL, 415 Greenwich Street P. F. CASSIDY, 203 S. Dearborn Street 


Write Us for Information and Rates 
RESPONSIBLE RELIABLE REASONABLE 
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for October and November were advanced four to five shillings 
a ton. “I am informed,” he says, “that, when the recent rate 
cut, effective September 15, was announced, similar action took 
place. The money taken out of the railroads goes not to the 
producer, but to the steamship companies.” 


EMPLOYES AGAINST POLITICAL CONTROL 


At the convention of the Canadian Brotherhood of Railway 
Employes in Toronto September 24, employes of the Canadian 
National Railways unanimously expressed themselves as being 
opposed to political interference in any way with the manage- 
ment of the railways, and adopted a resolution “that this broth- 
erhood exercise its influence to have nominated and elected to 
the federal Parliament such candidates only as will pledge their 
support to a continuance of public ownership and operation of 
the Canadian National Railways, free from political patronage.” 

President Mosher read correspondence in which he re- 
quested the Prime Minister and the leader of the opposition to 
give definite expression as to the policy of themselves and their 
party on this question. Mr. Meighen had stated in a speech 
that he would enforce drastic cuts in current expenditures on 
the Canadian National, if returned to power. His reply to the 
letter from the brotherhood was that any economies he pro- 


posed would be consistent with the efficient operation of the 
railways. 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian Pacific for the week ended 
September 21 were $4,629,000, an increase, compared with the 
same period last year, of $1,118,000, or 31.8 per cent. Earnings 
of the Canadian National for the same period were $5,264,296, 
an increase of $883,003, or 20 per cent. 

The Canadian National made a notable advance in net 
revenues for the eight months ending August 31, the net for 
that period being higher than for any similar period in the 
history of the company. The improvement was made in the 
face of decreased gross receipts. Gross receipts for the eight 
months were 4.25 per cent, or $6,511,169 below the corresponding 
figures for 1924, but operating expenses were reduced $10,968,497, 
or 7.35 per cent, so that the net position stands at $8,385,692, an 
increase of $4,457,328, or 113.47 per cent as compared with the 
first eight months of 1924, and an increase of 65.06 per cent over 
the figures for the same period in 1923. 

The upward movement in gross receipts of July was con- 
tinued in August, the gross increasing $2,423,702, or 13.23 per 
cent over August, 1924. Operating expenses in August this year 
increased $418,980, or 2.38 per cent, the net earnings increasing 


$2,004,722, or 280.90 per cent as compared with August, 1924. 
The summary is as follows: 


August— 


1925 1924 

Jk) Ae COC ee eC ee $ 20,747,640 $ 18,323,938 
MID TEIN. 6: Grinning 0-0: sles 0h siete ob adeceediesa 18,029,235 17,610,255 
BE Aaa ee whee Kee Hs bKobee enbeeeee 2,718,405 13,683 
Eight Months— , ae . 
REREEN, Sideueconves steevegaveuscenetios $146,661,997 $153,173,166 
MARGEER cect vsrcndgdvlontedesesndsee<accs 138,276,305 149,244,802 
MES. avngevedupenoetedeesswenenéueees $ 8,385,692 $ 3,928,364 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended September 19 
totaled 1,098,428 cars as compared with 975,434 cars the pre- 
ceding week, which included the Labor Day holiday, and 1,076,847 
and 1,060,811 cars in the corresponding periods of 1924 and 1923, 
respectively, according to the weekly report of the car service 
division of the American Railway Association. This was the 
ninth week this year that loading exceeded 1,000,000 cars. 


Loading by districts the week ended September 19 and for 
the corresponding period of 1924 follows: 


Eastern district: Grain and grain products, 8,516 and 11,193; live 
stock, 3,141 and 3,457; coal, 29,524 and 46,697; coke, 2,891 and 2,234; 
forest products, 5,119 and 5,637; ore, 5,601 and 4,757; merchandise, 
L. C. L., 74,818 and 70,310; miscellaneous, 110,484 and 103,014; total, 
1925, 240,094; 1924, 247,299; 1923, 239,472. 

Allegheny district: Grain and grain products, 3,111 and 4,072; 
live stock, 2,515 and 3,239; coal, 40,511 and 47,627; coke, 5,439 and 
4,045; forest products, 2,883 and 3,578; ore, 10,282 and 9,246; merchan- 
dise, L. C. L., 55,440 and 54,035; miscellaneous, 90,177 and 89,693; 
total, 1925, 210,358; 1924, 215,535; 1923, 220,514. 

Pocahontas district: Grain and grain products, 234 and 255; live 
stock, 363 and 354; coal, 41,812 and 33,877; coke, 597 and 243; forest 
products, 1,865 and 1,389; ore, 98 and 61; merchandise 7,15 


D Sie ©. Ee, 4 
and 7,213; miscellaneous, 5,248 and 5,607; total, 1935, 57,371; 1924, 
48,999; 1923, 43,457. 


Southern district: Grain and grain products, 3,761 and 3,926; 


live stock, 2,098 and 2,263; coal, 27,166 and 24,929; coke, 927 and 806; 
forest products, 22,107 and 21,579; ore, 1,386 and 1,274; merchandise, 
L. C. L., 42,829 and 41,059; miscellaneous, 62,982 and 52,897; total, 
1925, 163,256; 1924, 148,733; 1923, 141,659. 

Northwestern district: Grain and grain products, 22,363 and 26,248; 
live stock, 8,205 and 9,230; coal, 8,648 and 9,185; coke, 1,145 and 1,091; 
forest products, 17,712 and 16,826; ore, 38,271 and 29,197; merchandise, 
L. Cc. L., 34,575 and 30,815; miscellaneous, 43,974 and 41,845; total, 
1925, 174,893; 1924, 164,437; 1923, 180,117. 

Central Western district: Grain and grain products, 12,190 and 
17,202; live stock, 13,818 and 16,546; coal, 18,142 and 20,677; coke, 310 
and 315; forest products, 12,895 and 10,891; ore, 3,785 and 3,388; 
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merchandise, L. C. L., 38,516 and 37,368; miscellaneous, 74,611 and 
71,425; total, 1925, 174,267; 1924, 177,807; 1923, 164,824. 
Southwestern district: Grain and grain products, 3,866 and 5,649. 
live stock, 3,346 and 3,411; coal, 5,798 and 6,494; coke, 172 and ‘299: 
forest products, 7,819 and 8,146; ore, 671 and 444; merchandise, L. ¢, 1, 
15,526 and 14,957; miscellaneous, 40,991 and 34,734; total, 1925, 78 199: 
1924, 74,037; 1923, 70,768. : 
Total, all roads: Grain and grain products, 54,041 and 68,538; live 
stock, 33,486 and 38,500; coal, 171,601 and 189,486; coke, 11,481 ang 
8,943; forest products, 70,400 and 68,046; ore, 60,094 and 48,367; mer. 
chandise, L. C. L., 268,858 and 255,752; miscellaneous, 428,467 ang 
399,215; total, 1925, 1,098,428; 1924, 1,076,847; 1923, 1,060,811. 


Loading of revenue freight this year compared with the two 
previous years follows: 





19 1924 1923 

Five weeks in January............ 4,450,993 4,294,270 4,239 379 
Four weeks in February........... 3,619,326 3,631,819 3,414,809 
Four weeks in March........c.cees 3,694,916 3,661,922 3,662,559 
Four weeks in April............... 3,721,662 3,498,230 3,764,266 
Five weeks in May 4,473,729 4,876,893 
Four weeks in June 3,625,182 4,047,603 
Four weeks in July ane 3,524,909 3,940,735 
Five weeks in August............. 5,364,010 4,843,997 5,209,219 
Week ended September 5......... 1,102,946 921,303 928,916 
Week ended September 12......... 975,434 1,061,781 1,060,563 
Week ended September 19......... 1,098,428 1,076,847 1,060,811 

NUE - Savasmosacenesoueeacaiies 36,726,280 34,613,989 36,205,746 


LUMBER SHIPMENTS 


The Trafic World Washington Bureay 
Reports received by the National Lumber Manufacturers’ 
Association from 353 of the larger softwood mills of the country 
for the week ended September 26, indicated decreases in pro- 
duction, shipments and new business, in comparison with re. 
ports from 369 mills a week earlier. In comparison with reports 
for the same period a year ago, when 19 more mills reported, a 
slight decrease in production was noted, while shipments and 
new business showed some increase. 
The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Preceding 
Corresponding Week 1925 
Past Week. Week 1924. (Revised), 

I saad shtick hearers Wb eiecwlerniinses 353 372 369 
* EE s6ts¥enceopbeewess ee 234,095,962 237,859,095 247,112,255 
PIE, hie web cdutamerinnsnecs 246,368,043 236,601,036 '253, 443,333 
Orders (new business)......... 228,383,502 228,188,261 249,315,090 


The following revised figures compare the lumber move- 
ments of the seven associations for the first thirty-nine weeks of 
1925 with the same period of 1924: 


Production. 


Shipments. Orders. 
TE. dvitusvtivenesidcuumeees 9,363,519,658 9,292,201,011 9,127,914,500 
| ae ee 8,975,151,643 8,930,158,783 8,670,839,802 
3006 MCPENNE 20566-6590 388,368,015 362,042,228 457,074,698 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as of 
September 1 was 65.1, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
55.7; refrigerator, 74.2; coal and coke, 70.5; stock, 84.5; flat, 78; 
others, 95.3. By districts the percentages for all classes of 
equipment were as follows: Eastern, 53.5; Allegheny, 72.4; Poca- 
hontas, 57.1; Southern, 59.9; Western, 72. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Sep- 
tember 8-14, inclusive, were 160,368, as compared with 146,998 
cars in the preceding period, while the average daily shortage 
was 1,022 cars, according to the car service division of the Amer- 
ican Railway Association. 

The surplus was made up as follows: Box, 64,794; ven- 
tilated box, 149; auto and furniture, 3,836; total box, 68,779; flat, 
4,199; gondola, 25,008; hopper, 34,921; total coal, 59,929; coke, 
2,228; S. D. stock, 12,775; D. D. stock 2,168; refrigerator, 9,539; 
tank, 159; miscellaneous, 592; total, 160,368. 

The shortage was made up of 262 box, 657 gondola, 88 hop- 
per and 15 refrigerator cars. 

Canadian roads reported a surplus of 17,400 box, 150 auto 


and furniture, 600 flat, 1,300 S. D. stock, 550 refrigerator and 11 
miscellaneous cars. 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended September 
17 is estimated at 10,867,000 net tons by the Bureau of Mines 
of the Department of Commerce. Anthracite production is esti- 
mated at 9,000 net tons, presumably all from dredges and small 
washeries, the report said. 

In the week ended September 19 there were 2,967 cars of 
bituminous and 813 cars of anthracite coal forwarded over the 
Hudson to eastern New York and New England. Tidewater 
bituminous coal shipments from Hampton Roads totaled 360,630 
net tons the week ended September 19. Bituminous coal dumped 
into vessels at Lake Erie ports the week ended September 20 
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Speed = Security 
Service 


For dependable service instruct your 
suppliers to ship via “UNIVERSAL,” 
nothing is left to chance. Every pre- 
caution is exercised for the safe trans- 
portation of your shipments against 
theft, loss, damage or mishandling. 


UNIVERSAL CARLOADING 
and DISTRIBUTING COMPANY 


Perth Amboy 
Philadelphia 
Pittsburg 
Portland 
Rochester 
San Antonio 
San Francisco 


Baltimore Galveston 
Boston Hoboken 
Bridgeport Houston 
Brooklyn Indianapolis 
Buffalo Jersey City 
Chicago Kalamazoo 
Cincinnati Kansas City 
Cleveland Kenosha 
Dallas Laredo 
Dayton Long Island City 
Denver Los Angeles 
Des Moines Louisville 
Detroit Milwaukee 
E. Liverpool Minneapolis 
E. St. Louis Newark 

El Paso New York 
Ft. Worth Omaha 


Weehawken 
Wilmington 


For further information write or telephone nearest office. 





ROCHESTER, N. Y. 


a 





GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°ch¢st«" 
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New York—California 


Fastest Service by Sea 

1 5 days Passenger and Freight 
Itinerary: New York — Havana — Panama Canal— 
Balboa —San Diego (Westbound) —Los Angeles — San 


Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as baggage 
at moderate charge. All steamers equipped for refriger- 


ator cargo. 


Proposed Sailing Dates 


Westbound from New York 


S.S. Manchuria, Oct. 22 
S.S. Mongolia, Nov. 5 
S.S. Finland, Nov. 19 
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PANAMA Paciric LINE 


1\ AL = 
VANE A 


Eastbound from San FranciscoLes Angeles 
S.S. Mongolia, Oct.10 Oct. 12 

S.S. Finland, 
S.S. Manchuria, Nov. 14 Nov. 16 


Oct. 24 Oct. 26 
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INTERNATIONAL MERCANTILE MARINE COMPANY 


Prer 61 North River, N. Y. C. 

(W. 28rd St.) Tel. Chelsea 6760 
Chicago, 827 So. La Salle St. 

Philadelphia, Bourse Bldg. 


Signode Steel Strapping made this 
box safer and saved 38c on every 


one. 


Yes, then you would use it—the 
only reason you have not tried 
Signode is that you are skeptical, 


And you have a right to be skep- 
tical—your shipments must be 
guarded jealously—you must take 
no chances, 

But when you learn that hun- 
dreds of leading firms use Sig- 
node for Export shipments for the 
longest and hardest trips and 
service—you have a bit more con- 
fidence. 


If Steel Strapping Could Provide a Safer 
Shipment and Save Money, Too— 


1 Broadway, N. Y. C. 
Tel. Bowling Green 8300 
Boston, 84 State Street 
Baltimore, Chamber of Commerce Bldg. 
Rochester, Ellwenger & Barry Bldg. West Coast Agents, Pacific S.S. Co. 


















Eastman, Gillette, Sears Roe- 
buck, General Electric and many 
others use Signode for Export 
as well as domestic service. 


You, too, may have stronger, 
safer containers for less money. 


We have designed safer ship- 
ments at a big saving for hun- 
dreds of firms. Let us help you 
bi without the slightest obliga- 
ion. 


Write today for sample Signode, Booklet 10 and prices. 
CONSOLIDATED STEEL STRAPPING CO. 


2613 N. Western Ave., 


Chicago, Ill., U.S. A. 


OFFICES IN ALL PRINCIPAL CITIES 


SIGNODE 


The Sealed Steel Strapping 
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totaled 766,141 net tons. Anthracite shipped from Lake Erie 
ports totaled 5,227 net tons. 


FRUIT AND VEGETABLE SHIPMENTS 


Total shipments of leading lines of fruits and vegetables 
the week ended September 26 amounted to 30,961 cars as com- 
pared with 30,171 cars (revised) the preceding week, according 
to the weekly report of the Bureau of Agricultural Economics 
of the Department of Agriculture. Shipments were reported as 
follows: 


Apples, 5,601 cars; cabbage, 940 cars; cantaloupes, 276 cars; cauli- 
flower, 45 cars; celery, 368 cars; cucumbers, 63 cars; grapes, 9,167 
cars; lemons, 128 cars; lettuce, 539 cars; mixed citrus fruits, 8 cars; 
miscellaneous melons, 238 cars; mixed deciduous fruit, 164 cars; mixed 
vegetables, 680 cars; onions, 1,364 cars; oranges, 364 cars; peaches, 
862 cars; peppers, 104 cars; pears, 1,219 cars; plums and prunes, 126 
cars; sweet potatoes, 841 cars; string beans, 21 cars; tomatoes, 1,401 
cars; watermelons, 88 cars; potatoes, 6,354 cars. 


| Loss and Damage Decisions | 


i Cases Recently Decided by State and Federal Courts 


| (Digests taken from Reporters and Digests of National Reporter 
i System, published by West Publishing Co., St. Paul, Minn. 
ee | 





\| Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


Truckman, Coniracting with Government to Transport Special 
General Order Merchandise from Docks to Bonded Ware- 
house Designated by Importer, Held “Common Carrier’: 
(Supreme Court, Appellate Term, First Department.) Truck- 

man, transporting special general order merchandise from docks 

to bonded warehouse designated by importer, under contract 
with United States government for exclusive carrying of such 
merchandise at fixed charges for which importer ultimately re- 
imbursed government, was “common carrier,” liable as insurer. 
—Textile Alliance, Inc., vs. P. H. Keahon, Inc., 211 N. Y. S. 205. 


CARRIAGE OF LIVE STOCK 


Objection to Issue Not Presented Before Submission to Jury, Not 

Considered: 

(Court of Civil Appeals of Texas, Amarillo.) When objec- 
tion to special issue submitted in main charge was not made 
before general charge was read to jury, as required by Vernon’s 
Sayles’ Ann. Civ. St. 1914, art. 1971, appellate court could not 
consider such objection, Hair vs. Wichita Valley Ry. Co., 274 
S. W. Rep. 247. 

Jury’s Findings on Issues Made by Pleadings Only Basis on 

Which Any Proper Judgment Can Be Rendered: 

Jury’s findings on issues made by pleadings, though against 
undisputed evidence or without evidence to support them, can- 
not be disregarded, but constitute only basis on which any 
proper judgment can be rendered.—Ibid. 

Trial Court Must Set Aside Verdict and Grant New Trial, Where 

Jury’s Answers Conflicting: 

Where jury found, in answer to special issues, that plaintiff’s 
cattle were injured by negligence of defendant, after finding 
that defendant was not negligent, under Vernon’s Sayles’ Ann. 
Civ. St. 1914, art. 1990, trial court was without discretion, and 
could only set aside verdict and grant new trial, and failure to 
do so was error.—lIbid. 

That Defendant Used Cars of Another Railroad Immaterial on 

Question of Negligence in Failing to Furnish Cars: 

A railroad may properly enter into contract without another 
railroad to furnish cars for its use in shipping business, and fact 
that it does so does not show negligence in suit based on its 
alleged negligence in failing to furnish cars.—Ibid. 













Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


Evidence of Circumstances Held Sufficient to Establish Unsea- 
worthiness of Barge Furnished: 


(Circuit Court of Appeals, Second Circuit.) Evidence as to 
weather conditions and other circumstances under which barge 
furnished under contract for transportation of coal leaked and 
sank with load held sufficient to establish claim of unseaworthi- 
a. Director-General, vs. Dittmar et al., 6 Fed. Rep. 

41, 
Under Contract, Risk of Unseaworthiness of Boat Not Assumed 
by Shipper: 

Under contract for transportation, boat furnished to be 
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staunch and strong, there was no assumption of risk of unseg. 

worthiness by shipper.—Ibid. 

Carrier Not Relieved of Liability by Default of Third Party in 
Loading: 

One who contracted to carry coal for libelant was not re. 
lieved from breach of his contract to indemnify libelant for any 
loss of coal from unseaworthiness of boat’, because of any fault 
of coal dock company, in nowise connected with libelant, jp 
loading barge when it was discovered that she was leaking — 
Ibid. 

Shipper Held Entitled to Recover in Equity of Shipowner, as 
Having Given Security to Charterer, for Breach of Char. 
terer’s Covenant to Carry in Seaworthy Boat: 

Where D contracted to transport coal for libelant, covenant. 
ing that boat should be seaworthy and to indemnify libelant for 
any loss of coal from unseaworthiness of boat, and D thereafter 
chartered boat from respondent to carry out such contract, by 
charter covenanting that the boat should be seaworthy, D being 
bankrupt, libelant could recover of respondent for loss of coal 
through unseaworthiness of the boat, as respondent’s covenant 
to D may be considered as security for D’s obligation to libelant, 
that is, for execution of D’s covenant to libelant, within the 
rule that a creditor may sue in equity a person who has, by 


contract, given security to the creditor’s debtor for the debt— 
Ibid. 








Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w'de knowledge will answer questions a practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


ee 





Limitation—Recovery by Carrier of Balance Due After Sale of 
Refused Goods for Freight Charges 

Alabama.—Question: On August 16th, 1922, we shipped a 
car of sweet potatoes from A, Ala., to Jones & Company, B, Mo. 
This car was purchased from us by a broker of our city who 
was acting for Jones & Company of B, Mo. On arrival of said 
car at B, Mo., it was refused by said Jones & Company and was 
sold by the railroad company for freight charges, the amount 
realized being less than the freight bill by sum of $83.74. 

The railroad company has instituted suit against us for the 
sum of $83.74, shortage to pay the freight bill in full. We feel 
and take the position that such action by the railroad company, 
in entering suit at this time, Sept. 16, 1925, is beyond the time 
limit in which such suits could be filed, our understanding being 
that the time limit in which suits of this nature can be filed 
is three years. 

Kindly advise if we are correct as to the time limit in which 
suits can be filed covering a transaction of this character. 

Answer: Paragraph 3 of Section 16 of the Act provides that 
all actions at law by carriers subject to the Act for recovery 
of their charges, or -any part thereof, shall be begun within 
three years from the time the cause of action accrues, and not 
after, the cause of action being deemed to accrue upon delivery 
or tender of delivery of the shipment by the carrier. 

We see no reason for excluding a suit of the nature of the 


one in question from the provision of the above referred to 
statute. 


Liability of Carrier for So-called “Natural Breakage” 
Washington.—Question: For several years it has been the 
custom of the Transcontinental carriers in adjusting claims for 
loss or damage, especially damage, on shipment of red cedar 
shingles, to deduct an arbitrary amount of what they term as 
“average breakage” of ten bundles per car. This is irrespective 
as to whether or not original cars are transferred en route, nor 
is it according to our own records covering upwards of 2,000 
cars of red cedar shingles per year an average breakage, as we 
do not have recooperage claims filed by our customers on more 

than possibly two or three per cent of our total shipments. 


Sometimes shipments arrive at destination with from 30 to 
50 bundles broken, depending on the care with which they have 
been handled in transit. The different lumber dealers to whom 
these are sold, have, of course, different facilities for rebundling 
them, some being able to do this work very cheaply, and with 
others it is more or less of a heavy expense, so that in charging 
back items of recooperage to the shippers, one yard may charge 
20 cents per bundle and another one may charge 50 cents per 
bundle, and some may only charge 10 cents, and where claims for 
this damage are filed with the railroads, they insist that the 
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Kansas City Southern Railway 


Texarkana and Fort Smith Railway 
“The Great North and South Road’’ 


WSILQAM SPRINGS 


MWESTVILLE ¥ 
_ ISAW Me 
eh. SMITH o, 








<eceAt cR.R KAN AS*> 


PANAMA - 
SHADY POINT oat c 


5 Tittle Rock ‘j we 





PICKERING 

LUDINGTONG 
WY dE RIDDERS 
OE QUINCY . 


Sort Bolivar < 
Gulf of _Mexico 


PRINCIPAL CITIES 


Shreveport, La., and Suburbs—Population, 72,000 
Largest cotton market in western Louisiana; largest oil refining 
center of Northwestern Louisiana; large automobile distribution 
center; large manufacturing industries—cotton compresses, creo- 
soting works, fertilizer, window glass, glass bottles, brick, elec- 
trical goods, furniture, grain, grain products and feed, cotton 
oil mills; large wholesale jobbers, groceries, hardware, imple- 
ments, oil well supplies, fruits and produce. 


Lake Charles, La.—Population 17,265 
Center of rice producing territory of western Louisiana; large 
manufacturing industries—rice, mills, fence factories, lumber 
mills, brick factories, sulphur refining works, naval store center. 


Beaumont, Tex.—Population 52,548 
Yellow pine lumber center of the south; one of the largest lum- 
ber exporting markets in the south; large manufacturing indus- 
tries; rice mills, oil refineries, brick works, iron works, machine 
shop, creosoting plants—grain and grain pgoducts—wholesale 
jobbers, groceries, fruits, produce, oil well supplies. 


Port Arthur, Tex.—Population 44,685 
Steamships sail to all principal ports of United Kingdom, Europe, 
South America, West Indies and Mexico; oil refineries, the largest 
in the world, shipping facilities are very large, which comprise 
of merchandise dock, grain elevator, lumber dock, cotton and cot- 
tonseed products dock, warehouse space. 


Manifest Freight Service, both North and South, Guaranteeing Quick Dispatch 


H. A. WEAVER, Gen’l Freight Agent J. F. HOLDEN, Vice-President 
Kansas City, Mo. Kansas City, Mo. 
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MEMPHIS, 


TENNESSEE 


The Logical Distribution Center for 


the Entire South, Southwest 
and Southeast 


Home of the Largest Merchandise 
Warehouses in the South 


THE MEMPHIS TERMINAL 


CORPORATION 


Properties covering approximately 200 
acres. 


10 miles standard railroad tracks on the 
property. 


We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Illinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
western R. R., Southern Railway, Yazoo & 
Mississippi Valley R. R., also with the 
Mississippi-Warrior River Barge Service 
who switch to our plant without additional 
switching charges on carload lots. 


We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 





POOL CAR DISTRIBUTION 





Warehouses of concrete construction, auto- 
matically sprinkled; lowest insurance rates. 


We maintain on the property a private 
watching and police force of from 
10 to 25 men. 





Member A.W.A. 


Address MERCHANDISE DEPT. 
P. O. Box 1025 Memphis, Tenn. 








+ 


788 


claim be reduced by ten bundles of so-called average breakage. 
As far as we know it has been customary also for the shippers 
to accept this rather than quarrel about it, inasmuch as it does 
not amount to a great deal, although personally we do not feel 
that there is any rule covering it, nor have they any legal 
justification for the position they have taken, and we would 
appreciate it if you could advise us relative to it. 

Answer: With respect to goods delivered to a carrier for 
transportation, the carrier is an insurer as to the safe delivery 
thereof, subject to certain exceptions, i. e., loss or damage which 
results from an act of God, the public enemy, etc. A carrier is 
not, however, liable for loss or damage which is the result of 
the inherent nature or quality of the goods or to defects therein, 
if its own negligence did not occasion or contribute to the 
injury. The inherent nature or defect in the goods must, how- 
ever, have been the immediate or proximate, and not the remote 
cause of the loss, and in order to exempt itself from liabilitty the 
carrier must show that the injury resulted from these exceptions 
and that its negligence did not contribute as an active cooper- 
ative cause of the injury. 

A carrier may not refuse to accept for transportation goods 
which are properly loaded or packed and in proper condition 
for transportation. In the event that your goods are properly 
loaded or packed for shipment it is our opinion that the carrier 
is liable for damage to the shipments, unless it can prove beyond 
a reasonable doubt that the damage, in a particular instance, 
resulted from the inherent nature of or imperfections in the goods 
which would necessarily cause the damage sustained, in the 
absence of which no damage to the goods would result, and that 
a shipper is not obliged to agree to the carrier making an 
arbitrary percentage deduction for “natural breakage.” 

In this connection, however, see the Commission’s report in 
Docket 10012, National Poultry, Butter & Egg Association vs. 
N. Y. C. R. R. Co., 52 I. C. C. 47, in which the Commission has 
prescribed certain rules governing the settlement of claims for 
damage to shipments of eggs. We know, however, of no other 
commodity with which the Commission has dealt in a similar 
manner. 

Storage—Liability of Shipper for—After Notice to Carrier to 
Sell Goods 

Ohio.—Question: In June, 1924, we made a shipment of old 
rags, put up in bundles, to A, Penna., in error, as the shipment 
should have been consigned to A, Ohio. The shipment was 
received at A, Penna., and remained at destination unclaimed, 
and on July 12, we notified the “X” Railroad to dispose of the 
shipment as they saw fit. The rags were practically worthless, 
and not worth the freight. 

The “X” Railroad disposed of the shipment and the pro- 
ceeds of the sale was $1.50. They have now sent us a bill based 
on 38 cents per hundred covering the freight to A, Penna., plus 
a storage charge of $7.32, as the goods were not sold by the 
“X” Railroad until August 2nd, although we gave orders to 
them on July 12 to dispose of the shipment. 

We would appreciate if you will advise if the “X” Railroad 
can legally assess the storage charge up to August 2nd, when 
we requested them to dispose of the shipment on July 12th. 


Answer: In our opinion the principle of the Commission’s 
findings in Wallingford Coal Co. vs. Director General, 89 I. C. C. 
353, are applicaable to the facts in the instant case. In that case 
the Commission held that demurrage charges assessed after the 
date of the carrier’s advice to the shipper of its intention to 
sell goods were illegally collected. 


It would seem to follow that storage charges after notice 
from the consignor to the carrier to sell goods which had been 
refused by the consignee are likewise illegal. 


See, in this connection, Norfolk Southern R. R. Co. vs. New 
Bern Iron Works & Supply Co., 172 N. C. 188, and Davis vs. 
Smutzinger, 281 Fed. 640. 


Weights and Weighing— Shipment Delivered Without Being 
Scaled by Carrier 

West Virginia.—Question: We have filed claim on several 
cars of coal cinders, which the railroad agent collected for on 
basis of marked capacity of the car in each instance. The 
minimum weight as shown in the classification is 50,000 pounds. 
This is the basis for our claims, but the railroad claims that 
the correct basis for freight collection where the cars are not 
weighed is the marked capacity of the cars. We cannot under- 
stand why this should be. Therefore, we would like to have 
you advise regarding this matter, giving rulings of the Commis- 
sion, if possible. Also advise whether, if the shipper will give 
affidavit that the shipments will not weigh over 50,000 or 60,000 
pounds, this will assist in collection of claims. 

Kindly advise just what we should do to collect these claims. 

Answer: Freight charges, in the absence of estimated 
weights, the use of which are authorized by tariffs lawfully on 
file with the Commission, should be based on weights ascer- 
tained by the carrier on it's scales or in accordance with weight 
agreements between shippers and carriers. 

In order to correctly assess freight charges it is necessarily 
the duty of the carrier to weigh shipments which are trans- 
ported by it and it may not, in our opinion, arbitrarily assess 
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charges upon the marked capacity of the car in which the ship- 
ment was transported. 

It would seem to be a matter for determination by the Com. 
mission from the evidence which can be gathered together, as 
for instance, the invoice covering the shipment, as to the weight 
of the shipment. An affidavit is not determinative of the 
question. 
Liability of Rail Carrier for Loss by Fire of Shipment Moving on 

Through Bill of Lading Over Rail-and-Water Route 

Kentucky.—Question: Assume a shipment is moving on q 
through bill of lading from point of origin A to point of des. 
tination C, through intermediate point B. 

The carriage from A to B is by railroad, the carrier from 
B to C is by boat. 

After a rail carrier has delivered the shipment to point B, 
and while the goods are in the custody of the boat carrier moving 
from point B to point C, the ship becomes afire and the cargo 
is entirely lost. The fire was not due to any negligence on the 
part of the boat carrier. 


What is the liability of the boat carrier? What is the 
liability of the rail carrier? What effect has Section 2-B of the 


Uniform Bill of Lading, on which the shipment was billed, on 
either carrier? 


Answer: While a fire is not an “act of God,” unless caused 
by lightning, by an act approved March 3, 1851, chapter 43 
(Revised Statutes, section 4282), Congress has provided that no 
owner or owners of any ship or vessel shall be liable to answer 
for or make good to any person, any loss or damage which 
may happen to any merchandise whatsoever, which shall be 
shipped, taken in or put on board any such vessel, by reason 
or by means of any fire happening to or on board the said 
vessel, unless such fire is caused by the design or neglect of 
such owner. Constable vs. National S. S. Co., 154 U. S. 51; 
Providence & New York S. S. Co. vs. Hill Mfg. Co., 103 U. S. 5, 78. 
Vessel owners are exempted by the act from liability for loss by 
fire from negligence of their officers and agents, in which the 
owners did not participate, but not from fire caused by the design 
or neglect of the owners, and negligence and knowledge of the 


president and directors will be attributed to the corporate 
owner. 


While, under the provisions of paragraph 11 of Section 20 
of the Interstate Commerce Act, the initial carrier is ordinarily 
liable for the full amount of damage which occurs either on its 
own or the line of a connecting carrier, and this is true 
of traffic moving over a rail and water route under an arrange- 
ment for a continuous carriage or shipment (In the Matter of 
Jurisdiction over Water Carriers, 15 I. C. C. 205), there is a 
proviso therein relating to movements over a through rail-and- 
water route which reads as follows: ‘Provided, That if the 
loss, damage, or injury occurs while the property is in the 
custory of a carrier by water the liability of such carrier shall 
be determined by and under the laws and regulations applicable 
to transportation by water, and the liabilty of the initial carrier 


shall be the same as that of such carrier by water.” 





Digest of New Complaints 


No. 17411. . xe" wee Live Stock Buying Organization et al., 

Chicago, IIl., A. C. & Y. et al. 

Unjust and po et ME rates on shipments of ordinary live 
stock consisting of cattle, calves, swine, sheep and goats, between 
various interstate destinations; alleges rates are so high as to 
hamper the freedom of movement of live stock in violation of the 
Hoch-Smith resolution. Asks reparation and rates for the future. 

‘ Pie's Sub. No. 1. Allied Packers, Inc., et al., Chicago, IIL, 
C. "& Y. et al. 

— complaint and prayer with respect to shipments of live 
stock between various interstate destinations. 

- 17414. Indian Creek Valley Lumber Company, Pittsburgh, Pa., vs 

B. & O. et al. 

Rataes in violation of first three sections of the act on lumber 
and forest products from points on the Indian Creek Valley Rail- 
way to various interstate destinations. Asks rates for the future 
and reparation. 
- 17416. Chase & Co., Sanford, Fla., vs. Atlantic Coast Line. 

Alleges that interstate rate instead of intrastate rate has been 
applied on fertilizer material from Jacksonville, Fla., to Sanford, 
Fla. Asks investigation to determine the interstate ‘or intrastate 
character of this traffic. 

. 17417. Indianapolis Chamber of Commerce, for Home Stove Com- 
pany vs. Pennsylvania et al. 

Unreasonable rates on five carloads of stoves and furnaces 
from Indianapofis, Ind., to Des Moines, Iowa. Asks reparation. 
17418. Johns- Manville, Inc., New York City, vs. Elgin, Joliet & 
Eastern et al. 

Rates and charges in violation of the first three sections of 


the act, on sand from Muscatine, Ia., to Waukegan, Ill. Asks 
reparation. 
No. 17419. Pacific Nitrogen Corp., St. Louis, Mo., vs. C. B. & Q. 


et al. 
Unreasonable rates on gas generators, N. O. S., carloads, from 
Pittsburgh, Pa., to Seattle, Wash. Asks rates for the future, 
and reparation. 
No. 17420. C. A. Bailey, as trustee in bankruptcy of the Superior 
Milling Co., Greeley, Colo., vs. Oregon Short Line et al. 
Rates in violation of sections 1 and 3 of the act, on alfalfa 
meal from points in Idaho to Memphis, Tenn. Asks. reparation. 
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PARKER ENGRAVING CO,, ST. LOU. 


WABASH FREIGHT FACILITIES IN DETROIT 


MERCHANDISE 


EE ey ee ee ee capacity 120 cars 
ee I is oo. waka ater anew aura emaueuane ” .” 


The main freight house is located at 12th Street and the Detroit River, approximately within 
the one mile circle. Its convenient location, with the up to date facilities maintained, expedites 
the handling of merchandise traffic. 


The Russell Street Station serves the Milwaukee Junction East Side Manufacturing District 
and daily cars are loaded at this station to Fort Wayne, Chicago, St. Louis and Kansas City. 


12th STREET DOCK 
Interchange of carload and less carload merchandise with all lake boats. 


A.R.T. DAIRY STATION 
This facility is located in the 12th Street Terminals and is equipped with coolers to protect 


the handling of perishable freight. 
TEAM TRACKS 


ere ree capacity 120 cars Miller Road ............... capacity 14 cars 

Russell Street ........... bie 25 “ Michigan Avenue .......... 4 — 

Tireman Avenue ......... wie 26 ee ” - 

Plymouth Road .......... sa 15 “ Wyoming Avenue ......... * 10 “ 

Grand River Avenue...... - 15 * Ferdinand Avenue ......... - . 
INDUSTRIAL 


This company has by recent expansion greatly increased its facilities and now serves with its 
own power 250 industries located on rails of the Wabash, Pennsylvania and Pere Marquette. 


Detroit, including new yards at Oakwood and 12th Street, new docks on the Detroit River and 
the construction of a new car ferry of the very latest design to handle traffic across the Detroit 
River, also additional team tracks that will increase the capacity at 12th Street Terminal to 185 cars. 






Ly “FOLLOW THE FLAG” 





The Wabash Railway Company is expending approximately $3,000,000.00 in improvements at 


Detroit Office: 1716 First National Bank Building ( 
ia ; a 
General Offices: Railway Exchange Building, St. Louis, Mo. WKY ' 







ROUTE YOUR FREIGHT—CARE WABASH 
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DANGEROUS ARTICLES RULES 
The Traffic World Washington Burcau 


Director Bartel, of the Commission’s Bureau of Service, sit- 
ting as an examiner, held a hearing September 29 on No. 3666, a 
proposed revision of rules governing the transportation of dan- 
gerous articles. The revision proposed was the work of Com- 
mission men and the Bureau of Explosives of the American Rail- 
way Association. In many respects it was a revision of language 
rather than of substance. 

A conference was held the day before with a view to ironing 
out misunderstandings so as to shorten the formal hearing. All 
points in issue, except that kind of placarding to be placed on 
oil tank cars that’ had been made empty, were discussed. The 
oil placard rule proposed by the American Petroleum Institute 
was not discussed because there was no possibility of agreement. 
When that phase of the subject was reached, late on September 
28, W. R. Boyd, Jr., spokesman for the Petroleum Institute, said 
there seemed nothing to be gained by discussing the subject 
in the conference; that the oil men understood the position of 
the railroad men and the latter understood the position of the 
oil men; and that, in the end the issue would have to be settled 
by the Commission. 

The oil men propose to have tank cars, the lading of which 
has been removed, remain as if they were still loaded, their 
contention being that an empty tank car contains vapor that is 
as dangerous as that arising from a loaded car. The railroad 
men want to have the placards show that the car is empty, but 
that, on account of the dangerous vapors within, lights and fires 
must be kept away from them. 

Views of the oil industry as to what should be done in re- 
spect of placarding empty tank cars that had contained danger- 
ous articles, gasoline almost exclusively, were presented by W. R. 
Boyd, Jr., chairman of the transportation by railroad committee 
of the American Petroleum Institute, and by E. H. Porter, of 
the Atlantic Refining Co., also a member of that committee. 

Broadly stated, their position was that the present rule was 
put into force by the railroads, not as a matter of safety, but 
to make the handling of empty tank cars easier for the operating 
officials; and that the oil industry was proposing, as a matter 
of safety, to restore the rule that had been in effect for twelve 
years, in not one of which they pointed out, was any suggestion 
for a change made by the Bureau of Explosives of the American 
Railway Association. . 

The old rule, which the oil industry desires to restore, re- 
quires the retention of the inflammable placard on tank cars 
until they return to the point of shipment and are steam-cleaned, 
or are loaded with something not requiring an inflammable 
placard. The present rule requires, when a tank is made empty 
the placing of a placard showing the tank to be empty, but 
cautioning those who handle it that it is dangerous and that 
lights and fire must be kept away on account of the gasoline that 
May remain in the tank, and the vapor that is always present 
in a recently unloaded tank car. 


In support of their contention that the present rule was put 
into force, not as a matter of safety, but so as to relieve the 
operating officials of the railroads of the degree of care that is 
required by the placard on a loaded car, Fayette B. Dow, 
attorney for the oil people, introduced in the record, by means 
of cross examination, the fact that Beverly W. Dunn, the retired 
army officer in charge of the Bureau of Explosives, sent out a 
questionnaire to about 400 railroads asking each which it pre- 
ferred, the present or the former rule, and that of the 288 rail- 
roads answering, 138 expressed a preference for the old rule, 
and the others, for the present rule. Mr. Dunn, however, did not 
attach much weight to the outcome of his questionnaire. He 
said that when the matter had been brought to the attention of 
the executive committee of the Bureau it went on record as in 
favor of the existing rule. He denied the suggestion of the oil 
ment that he had to reverse himself on the question of the rule 
to apply by the pressure from operating officials. 


SAVINGS FROM SIGNAL DEVICES 


Through large capital expenditures for train signaling 
devices by which the movements of trains are expedited and the 
railroads are able to reduce the frequency of stops as well as 
obtain more intensive use of their present trackage facilities, 
the railroads are saving thousands of dollars annually, according 
to reports submitted at the opening meeting at West Baden, 
Ind., September 29, of the Signal Section of the American Rail- 
way Association. 

The increase, according to reports submitted by the com- 
mittee on economics of railway signaling, in the number of 
trains now being operated by the railroads due to the heavier 
traffic they have been called on to handle in recent years as 
compared with pre-war years, and the heavier loading of cars due 
to the increase in the capacity of equipment, has made the 
elimination of train stops all the more important, especially 
on lines where existing track capacity is limited and further 
increase in track capacity difficult to obtain except at enormous 
expense. Generally speaking, train movements are directed by 
written orders, although many roads used fixed signals, thereby 
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eliminating unnecessary written train orders. Fixed signals 
have brought about considerable saving to the railroads, accorq. 
ing to the reports, due to the abolition of delay while extensiye 
savings have also been realized in fuel consumption as well as 
in damage to equipment occasioned by stopping or starting of 
trains. Continuing the reports, in part said: 


Instructions or directions are given to enginemen through the 
medium of signal indications. Signal indications are the sign posts 
which are displayed so that the engineman may read and trans- 
late them into the instructions for his action, which is to say 
whether he shall stop or whether he may proceed without restric: 
tion as to his speed or whether he shall reduce his speed to one 
of caution. 

Due to signal indication, the track capacity of the five-mile 
section of four-track main line between Mott Haven Junction anq 
the Grand Central terminal of the New York Central in New York 
has been increased so that the enormous traffic that moves daily 
out of the terminal is being handled without necessity for the 
construction of additional tracks. Had not this additional signa]- 


. ing system, which cost approximately $90,000, been installed, addi- 


tional tracks would have been necessary to relieve the congestion 
at the approach to the Grand Central terminal. This would have 
required the enlargement of not only the Park Avenue Tunne] 
but also the four-track drawbridge over the Harlem River with 
expenditures amounting to millions of dollars. 

At New Haven, Conn., on the New York, New Haven & Hart- 
ford railroad, the four main tracks of that road pass through 
the business section of the city. Because of this situation, addi- 
tional tracks would require heavy expenditures of money. Trains 
are now being operated over the four tracks through the city by 
signal indication only, with the result that more trains can be 
handled over the present tracks than would otherwise be the case. 
An average of nearly three hundred trains a day are being oper- 
ated through New Haven in that manner. 

The Pennsylvania railroad is also saving thousands of dollars 
annually by the use of signals at various points along its lines 
which enables that road to operate trains in both directions on 
various tracks where otherwise the construction of additional 
tracks would be necessary to handle the existing traffic. Use of 
signals, for instance, has enabled the Pennsylvania to postpone 
for some years the construction of a costly fourth main track 
on the middle division between Pittsburgh and Harrisburg where 
the road follows the Juanita River which it crosses seventeen 
times on stone bridges. On account of the heavy cost of construc- 
tion, the four track system of the division is limited at this point 
to three main tracks. The Pennsylvania Railroad is equipped with 
automatic block signals but the three track section along the 
Juanita River has been so arranged as to permit the use of the 
middle track for movements in both directions by signal indication. 
This intensive use of the middle track has increased the capacity 
of the three track section by twenty-five per cent. Not only has this 
improvement in signaling brought about a big reduction in delays 
to trains, but it also has permitted the postponement for ten years 
or more of construction of a fourth track which would cost nearly 
one million dollars. 

On a single track section over the Cumberland Mountains, the 
Nashville, Chattanooga & St. Louis Railroad operates an average 
of 56 passenger and freight trains daily as a result of the use of 
signal indication. The economic saving in the installation through 
the reduction in delay is placed at more than $33,600 a year. This 
amount does not include the saving in interest on account of post- 
poning the cost of double tracking. 

By similar means, the Delaware, Lackawanna & Western Rail- 
road has been able to obtain greater efficiency in the use of its 
trackage facilities near Hoboken, New Jersey, so that approx- 
imately 70,000 passengers are handled each week day out of the 
Hoboken Terminal, requiring the movement of 260 scheduled trains. 

These are only a few examples of increased operating effi- 
ciency that have resulted from the installation of signal indica- 
tions by many railroads. 


The advantages of operating trains by signal indication, 
according to the report, which was submitted by B. T. Anderson 
of the Chesapeake & Ohio Railroad and Chairman of the 


Economics of Railway Signaling Committee of the Signal 
Section, follow: 


1 Additional safety has been provided. 
the human element. 

2 Train delays have been reduced. 

3 Train movements have been facilitated. 

4 The use of signals on single track has postponed double 
tracking for a number of years which results in a large financial 
saving. 

5 The labor of handling train crew and train orders has been 
reduced, thereby creating better and safer operating conditions. 

6 Substantial savings in the total cost of operation have 
resulted from the installation of signal indications. 


ANNUAL SIGNAL STATISTICS, ETC. 


The Commission has issued its annual tabulation of statis- 
tics pertaining to the use of signals, automatic train-control, and 
the telegraph and telephone used for the transmission of train 
orders as of January 1, 1925. The report shows that, on January 
1, 1925, the total length of railroad in the United States operated 
under the block system was 108,089.9 miles. Of this total, 
43,838.8 miles of road were automatic and 64,251.1 non-automatic. 
Comparing these figures with the corresponding figures con- 
tained in the bulletin of January 1, 1924, there was an increase 
of 2,301.7 miles in length of road operated by the automatic block 
system and a decrease of 113.4 miles of road operated by the 
non-automatic block system. There was an increase in the year 
in mileage of road operated by the block system of 2,188.3 miles. 


Signals check on 


BLOCK SIGNAL STATISTICS 


The Commission has issued an order, of the customary sort, 
directing carriers to report block-signal and train-order statistics, 
not later than January 15, 1926. If, in the past year, there has 
been no change in the block-signal equipment or mileage, 4 
statement to that effect by the reporting carrier will be accepted 
in lieu of a report in detail. 
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Our Railroads 


We are just beginning the second century 
of railway transportation. The world’s first 
railroad, in England, was opened September 
27, 1825, and railway operation in this coun- 
try began a short time later. It is particu- 
larly fitting that the centennial of the rail- 
roads should remind us of the important 
benefits which our country has derived from 
railway transportation. 

Our political unity is one beneficial result 
of railway transportation. One hundred 
years ago our country was made up of iso- 
lated towns. and villages, with transporta- 
tion limited to rivers which were difficult 
and dangerous to navigate and to roads 
which were frequently impassable. Our de- 
velopment as a politically united people, 
united in speech and in ideals, has followed 
closely the growth of the railroads, which 
have linked together the communities that 
comprise our nation and have provided 
channels of easy communication among 
them. 

Our economic unity is another beneficial 
result of railway transportation. No 
longer is the commerce of a community re- 
stricted to commodities produced in its 
immediate vicinity. Cheap, adequate, 
widely available transportation has enlarged 
the areas of distribution and developed the 
system of specialization that characterizes 
American industry, agriculture and com- 
merce. Each section of the country is en- 
abled to produce the commodities for which 
it is best adapted and receive in return 


for its surplus the products of other regions. 


As such specialization has taken place, in- 
dustrial and agricultural efficiency has in« 
creased and progress in civilization has been 
made. 

The improved social life of our people is 
still another result of railway transportation. 
Standards of living have improved. What 
were the luxuries of our forefathers are 
nowadays often regarded as_ necessities. 
Travel, instead of an ordeal to be avoided, 
has become a means of recreation and en- 
joyment, and the cultural background travel 
provides is within the reach of all. The 
rapid conveyance of mail by the railroads 
facilitates business and social relationships. 

The service now provided by the railroads 
is the best that has ever been known. This 
efficiency and adequacy of railway service 
must be maintained and increased if our 
nation is to continue to prosper and develop. 

Ours is a country of great distances, with 
large areas accessible only by land; so 
above all other nations the United States 
is dependent for its present prosperity, in- 
deed for its continued existence, upon rail- 
way transportation. Railway transportation 
is woven into the very fabric of our national 
life. Recognition of the vital position which 
it occupies in the lives of our people ought 
to insure the maintenance of a constructive 
public attitude toward the railroads. 

Constructive criticism and suggestions 
are invited. 


C. H. MARKHAM, 
President, Illinois Central System. 


CHICAGO, October 1, 1925. 
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EXTENSION OF LINES. 


The Litchfield & Madison Railway Company and the Chi- 
cago & North Western have applied to the Commission for 
authority to extend their lines by the construction of connect- 
ing tracks in Macoupin and Madison counties, Ill. The proposed 
extension of the Litchfield & Madison is a trifle over one mile 
in length and the extension of the C. & N. W. is about 2% 
miles in length. Connecting the lines of the applicant as pro- 
posed, according to the application, will facilitate the move- 
ment of traffic and will tend to divert traffic from the congested 
Chicago district. 

The Sacramento Northern Railway has applied fér authority 
to acquire trackage rights over portions of the line of the San 
Francisco-Sacramento Railroad Company between West Sacra- 
mento and Lisbon, Calif., a distance of about 8 miles, and to 
construct a line of railroad from Lisbon to and through Reclama- 
tion District No. 999, a distance of approximately 13 miles. 

The Waco, Beaumont, Trinity & Sabine Railway Company 
has applied for a certificate of public convenience and necessity 
for the construction of an extension of its railroad from Weldon 
to Waco, Tex., a distance of about 109 miles, and for permission 
to retain excess earnings for a period of ten years. The appli- 
cant explained that it was now operating two lines of railroad, 
one extending from Livingston to Weldon, Tex., a distance of 
approximately 48 miles, referred to as the applicant’s main line, 
and the other extending from Trinity to Colmesneil, Tex., a 
distance of approximately 66 miles, referred to as the Colmesneil 
branch. 

The applicant said that it proposed to construct the exten- 
sion of its main line from Weldon to a connection with the 
International-Great Northern at Mart, a distance of about 19 
miles from Waco. It said if it could obtain running rights on 
fair and reasonable terms over the International-Great Northern 
from Mart to Bast Waco, a distance of about 16 miles, and over 
the M.-K.-T. of Texas or the St. Louis Southwestern of Texas 
from East Waco, where both the M.-K.-T. and St. Louis South- 
western connect with the International-Great Northern across 
the Brazos River to the local freight and passenger terminal 
facilities in Waco of either of the companies named, it proposed 
to do so. Otherwise, it said, it would desire authority to con- 
struct and operate its own railroad from Mart to East Waco 
and from East Waco to a convenient site for local freight and 
passenger terminals and facilities in Waco. 

Applicant’s existing properties formerly were owned and 
operated by and constituted a part of the old M. K. T. system. 
The proposed construction, the applicant said, would be neces- 
sary to enable it properly to maintain its properties and more 
efficiently to serve the public. The company said it would file 
an application for authority to issue securities to finance the pro- 
posed construction and to rehabilitate its existing properties 
and for additional equipment. 


ABANDONMENT OF LINE 


The Commission has issued a certificate authorizing the 
Butte, Anaconda & Pacific to abandon, as to interstate and for- 
eign commerce, that part of its line known as the Georgetown 
extension between Browns and Southern Cross, in Deer Lodge 
county, Montana, a distance of 16.75 miles. No objection to the 
granting of the application was made. The extension was con- 
structed in 1911 and 1912 to serve mines at Southern Cross that 
have been abandoned. 

The Boston & Maine has filed six additional applications 
with the Commission seeking authority to abandon unprofitable 
branch lines. The applications, the carrier said, were filed in 
accordance with the company’s comprehensive plan to reduce 
the proportion of its unprofitable mileage. The applications ask 
authority to abandon the following lines: 

Reformatory branch from Bedford to Reformatory, Mass., a 
distance of 7 miles. 


Lexington branch from Bedford to North Billerica, Mass., a 
distance of 8 miles. 


Essex branch from Hamilton and Wenham to Conomo, Mass., 
a distance of 6 miles. 


Kennebunkport branch from Kennebunk to Kennebunkport, 
Me., a distance of 4% miles. 

Ashburnham branch from South Ashburnham to Ashburnham, 
Mass. a distance of 2% miles. ? 

Lakeport branch from Rochester to Lakeport, N. H., a dis- 
tance of 35 miles, 

The Boston & Maine said in each application that if abandon- 
ment were authorized, portions of the tracks in each instance 
would be used for local traffic in connection with other lines. 





FINANCE APPLICATIONS 


The Seaboard Air Line has applied to the Commission for 
authority to sell $10,000,000 of first and consolidated mortgage 
6 per cent gold bonds to Dillon, Read & Co. and Ladenburg, 
Thalmann & Co. at not less than 92% per cent of par and ac- 
crued interest. The bonds were issued in reimbursement of 
capital expenditures and the proceeds from their sale will be 
used in making extensions, additions and betterments and im- 
provements to the Seaboard system, including the construction 
of the Brooksville & Inverness 23-mile line in Florida. 

The Illinois Central has applied to the Commission for 
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authority to issue not to exceed $14,218,230, par value, of pre. 
ferred stock, and a like amount of common stock, from time to 
time, in exchange for and retirement of preferred stock, share 
for share. The company said new capital was required for the 
purpose of electrification and enlargement of terminal fagijj. 
ties in the vicinity of Chicago. It said the securities would be 
disposed of at not less than par. 


UNCONTESTED FINANCE CASES 


The Virginian has been authorized to procure authentica. 
tion and delivery of $3,896,000 of first mortgage 5 per cent 50. 
year gold bonds and to sell, $7,500,000 of such bonds at not 
less than 95144 per cent of par and accrued interest. 

The New York Dock Railway has been authorized to issue 
$3,300 of capital stock, consisting of 30 shares of 6 per cent 
cumulative preferred stock and 3 shares of common stock of the 
par value of $100 a share. 

The Savannah & Atlantic Railway has been authorized to 
issue an 8 per cent receivers’ certificate for $150,000 to retire q 
certificate of like amount that matured June 29. 

The Bell Telephone Company of Pennsylvania has been 
authorized to acquire the property of the Penn State Telephone 
Company. 

The Tampa & Gulf Coast has been authorized to sell $434, 
000 of first mortgage 5 per cent gold bonds at not less than 
8514 and accrued interest, the proceeds to be applied to the pay- 
ment of indebtedness to the Seaboard Air Line. 


REA CALLS ON COOLIDGE 

Samuel Rea, who retired this week as president of the 
Pennsylvania, called at the White House September 28 and 
discussed railroad consolidation with President Coolidge. On 
leaving the White House, Mr. Rea outlined his views on rail- 
road consolidation, explaining that he favored amendment of 
the consolidation provisions of the present law to the end that 
voluntary consolidations, subject to the approval of the Com- 
mission, might be promoted. Mr. Rea is opposed to consolida- 


tions being made to fit into a fixed plan, as is required under 
the present law. 





INCREASES PRICE FOR NOTES 


The Commission, by division 4, has authorized the Florida 
East Coast to sell $700,000 of 4144 per cent equipment trust 
certificates at not less than 97.6984 per cent of par and accrued 
dividends. The company proposed to sell the certificates at 
97.125 per cent of par. On that basis, the Commission said, 
the average annual cost to the applicant would be approximately 
5.125 per cent. At the price fixed by the Commission the aver- 
age annual cost to the applicant will be 5 per cent, according to 
the report: 


K. C. S. PROJECT APPROVED 


The Kansas City Southern has been authorized by the 
Commission to operate a line of railroad between Military Junc- 
tion and Baxter Springs, Kans., including the right to the joint 
use of certain terminal facilities. The line embraces main track 
mileage of 6.5 miles. 





PARCEL-POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


Effective October 1, 1925, the postage to be charged on parcel- 
post packages for Peru will include the terminal charge of 2 cents 
a pound or fraction of a pound, so that the rate of postage on 
parcels for Peru mailed on and after said date will be 14 cents 
a pound or fraction thereof. 

The item “Peru” (second column) on page 203 of the current 
annual Postal Guide is modified accordingly. 

The only countries to which said terminal charge of 2 cents 
a pound is not yet applicable are Cuba, Guadeloupe, Haiti, and 
Japan, the postage rate on parcel-post packages for these coun- 
tries being 12 cents a pound or fraction of a pound. 





CHANGE IN DOCKET 


Finance No. 4687, in the matter of the joint application of 
the New York Central R. R. Co., lessee, and the Beech Creek 
R. R. Co., lessor, for a certificate of public convenience and 
necessity authorizing the abandonment of a line of railroad in 
Clearfield county, Pennsylvania, was set for hearing September 
30 before the Pennsylvania commission at Harrisburg, Pa. 

Hearing in I. and S. No. 2468, brick and clay products from 
Big Stone Gap, Va., to Kentucky and Ohio and Mississippi river 
crossings, assigned for October 1, before Examiner Johnson, was 
canceled. 


SHIPMENTS TO YUGOSLAVIA 
The Department of Commerce has issued the following 
report from Commercial Attache H. Lawrence Groves, stationed 
at Vienna: 


In compliance with Yugoslav law, all shipments of goods to 
Yugoslavia for direct importation must be accompanied by a 
certificate of origin issued in the country of origin. This applies 
as well to shipments out of transit stocks that may be located 
in different European cities. American shipments not properly 
provided with certificates of origin are subject to the maximum 
instead of the minimum duty on importation into Yugoslavia. . 
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CONFERENCE ON RICE RATES 


The Trafic World Washington Bureau 


A conference has been called by Director W. V. Hardie, of 
the Commission’s bureau of traffic, to be held in his office Octo- 
ber 14, in respect of rates to be filed by the railroads in response 
to its orders in Stuttgart Rice Mill Company vs. Alabama & 
Vicksburg, 93 I. C. C. 517. He has called this conference be- 
cause he has reason for believing that differences may be ad- 
justed notwithstanding the fact that efforts in that direction 
heretofore made have failed. The conference is to be in respect 
of rates not specifically prescribed in that case but made neces- 
sary by what the Commission said in disposing of that formal 
complaint. The conference will be upon the propriety of the 
rates published from Arkansas points and from Memphis, New 
Orleans and interior Louisiana to point's in southern territory. 
The conference will also consider any substitute plan for the 
readjustment of these rates that may be presented on the theory 
that it will more fully meet the views expressed by the Com- 
mission than anything that has been proposed up to this time. 

In the report on the case mentioned the Commission said 
the defendants would be expected to revise the rates to points 
not directly involved in the formal complaint in accordance 
with the specific rates prescribed and that rates should be 
graded in at intermediate points, giving due regard to distance. 
The Commission also expressed the view that “the rates from 
New Orleans, Memphis and interior Louisiana should be revised 
where necessary to reflect a consistent adjustment in harmony 
with these conclusions.” 

Schedules containing rates purporting to be in accordance 
with the findings were filed by carriers to become effective 
June 8 last. 

Complainants now allege, says Mr. Hardie’s notice to parties 
of record in this case, that the rates published in these schedules 
from Arkansas points to destinations to which specific rates 
were not prescribed in the Commission’s decision, in many in- 
stances, are not in harmony with the rates there prescribed, and 
also that revised rates from New Orleans and Memphis purport- 
ing to be established in pursuance to this decision were not 
adjusted properly with relation to each other or with relation 
to the rates prescribed from Arkansas. 
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Mr. Hardie said the allegations in that complaint had beep 
the subject of correspondence with the carriers with a view of 
obtaining informally a satisfactory adjustment of the matters jp 
controversy, but that efforts in that direction had not been ep. 
tirely successful. Nevertheless, he said, he had reason to be. 
lieve that these matters might be adjusted by means of informa) 
conferences, hence his call for the meeting on October 14. 


REPARATION ON LUMBER 

Further hearing in Docket 10891, Burns and Knapp Lumber 
Company against the Big Sandy and Kentucky River and the 
Director-General, was held, September 26, before Examiner Sharp 
at Chicago for the purpose of allowing the complainant to prove 
amount of damage. 

F. R. Knapp testified that shipments of lumber moved from 
Sherman to Dawkins Junction, Ky., between August 10, 1917, 
and July 8, 1920. He said they were charged at the rate of § 
cents a hundred for the movement and that the complainant 
paid and bore the charges. He offered an exhibit to show the 
particular shipments that moved. 

C. S. Bather, representing the complainant, said the Com- 
mission’s order in the case had allowed the complainant repara- 
tion to the amount that the rate charged exceeded the aggregate 
of intermediates, or 5 cents, leaving an amount of reparation 
due of one cent a hundred. He said the complainant presented 
the carrier with a rule 5 statement which it refused to check and 
that, therefore, this hearing was for the purpose of entering 
testimony with regard to the actual shipments moving. 


ASK LABOR BOARD HEARINGS 


The Railroad Labor Board has received a request for a hear- 
ing in the matter of a dispute as to working schedules and 
rules between firemen and the Chesapeake & Ohio. President 
Healy, of the International Brotherhoood of Firemen and Oilers, 
made the petition for hearing. 

The board has had lodged with it a protest by the engine- 
men employed on the St. Johnsbury & Lake Champlain. The 
carrier has proposed a reduction in wages for its engine crews 


and also to do away with the practice of paying time and one- 
half for overtime. 





<= 








Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

October 5—Washington, D. C.—Director Burnside: 
Finance No. 3754—Excess Income of the Gulf Coast Lines. 
October 5—Lynchburg, Va.—Examiner Konigsburg: 


17172—Traffic Bureau-Chamber of Commerce, Lynchburg, Va., vs. 
B. & Ar. R. R. Co. et al. 

ba ge ag Bureau-Chamber of Commerce vs. B. & O. R. R. 
o. et al. 


17314—-Traffic Bureau (Lynchburg) Chamber of Commerce vs. Penn. 
R. R. Co. et al. 
October 5—Washington, D. C.—Examiner Hendon: 
Vaiuation No. 502—In re tentative valuation of the property of the 
Prescott & Northwestern R. R. Co. 
October 5—Washington, D. C.—Examiner Faris: . 


Valuation No. 458—In re tentative valuation of the property of the 
New Iberia & Northern R. R. 


Valuation No. 3—In re tentative valuation of the property of New 
Orleans, Texas and Mexico R. R. Co. 

Valuation No. 361—In re tentative valuation of the property of the 
St. Louis, Brownsville & Mexico Ry. Co. as of June 30, 1919. 


Valuation No. 371—In re tentative valuation of the property of 
Louisiana Southern Ry. Co. 


Valuation No. 459—In re tentative valuation of the property of the 
Orange & Northwestern R. R. Co. 


Valuation No. 460—In re tentative valuation of the property of the 
Beaumont, Sour Lake & Western Ry. Co. 
Valuation No. 464—In re tentative valuation of the property of San 
Benito and Rio Grande Valley Ry. Co. 
Valuation No. 486—In re tentative valuation of the property of the 
Houston & Brazos Valley Ry. Co. 
October 5—Chicago, Ill.—Examiner Sharp: 
1. and S. No. 2504—Ice from Illinois and Wisconsin to the Chicago 
District. 
October 5—Washington, D. C.—Examiner Rasch: 


Valuation No. In re tentative valuation of the property of 
Oneida & Western R. R. Co. 


October 5—Washington, D. C.—Examiner Wagner: 


16123—The Canyon Coal & Coke Company et al. vs. B. & O. R. R. 
et al. (Further hearing.) ‘ 


October 5—Charleston, W. Va.—Examiner Johnson: 


1. & S. No. 2499—Salt from Ohio and W. Va. points to Ohio and 
Indiana points. 


October 5—Portland, Ore.—Director Manhaffie: 

Finance No. 4730—In the matter of the application of the Oregon 
California & Eastern Ry. Co. for a certificate of public con- 
venience and necessity authorizing the construction of lines of 
railroad in Klamath and Lake Counties, Ore. 

Finance No. 4810—In the matter of the application of the Oregon 
Trunk Ry. for a certificate of public convenience and necessity 


___ Docket of the Commission 





authorizing the constructiion of lines of railroad in Deschutes and 
Klamath counties, Ore. 

Finance No. 4914—In the matter of the application of the Central 
Pacific Ry. Co. for a certificate of public convenience and neces- 
sity authorizing the construction of a line of railroad in Klamath 
County, Ore., and Modoc County, Calif. 

Finance No. 4924—In the matter of the application of the Southern 
Pacific Co. for authority to acquire control of the Nevada-Cal- 
ifornia-Oregon Ry. by purchase of capital stock. 

Finance No. 4941—In the matter of the application of the Southern 
Pacific Co. for authority to acquire control of Oregon, California 
& Eastern Ry. Co. by purchase of capital stock. 

October 5—Brownsville, Tex.—Director Mahaffie: 

Finance No. 4823—Application San Antonio & Aransas Pass Ry. Co. 
for a certificate of public convenience and necessity authorizing 
the construction of an extension of its line of railroad from 
Falfurrias to the Rio Grande River. 


October 5—Bellefonte, Pa.—Examiner Copenhafer: 
17004——Chemical Lime Co. et al. vs. Bellefonte Central R. R. Co. et al. 
17005—Chemical Lime Co. et al. vs. A. C. & Y. Ry. et al. 
17217—George C. Meyer et al. vs. Bellefonte Central R. R. et al. 


October 5—Brownsville, Texas.—Commissioner Woodlock: 
Finance No. 5005—Application of San Antonio & Aransas Pass Ry. 
Co. for a certificate of public convenience and necessity authoriz- 
ing the construction of a line of railroad from a point near Edin- 


burg to a point near Harlingen in Hadalgo and Cameron Coun- 
ties, Texas. 


October 5—Washington, D. C.—Examiner Davis: 

* Finance No. 5075—In the matter of the joint application of James 
Thompson and D. E. McArthur and the Southwestern Bell Tele- 
phone Company for a certificate that the proposed acquisition by 
the Southwestern Bell Telephone Company of the telephone prop- 
erties of James Thompson and D. E. McArthur at Sand Springs 
and Verne, Okla., will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 

October 6—Washington, D. C.—Examiners Davis and Molster: 

Finance No. 5041—Application Seaboard-All Florida Railway Com- 
pany for a certificate of public convenience and necessity au- 
thorizing the construction of a line of railroad from West Palm 
Beach to Miami and Florida City, Fla. 

Finance No. 5042—Application Seaboard-All Florida Railway Com- 
pany for a certificate of public convenience and necessity au- 
thorizing the construction of lines of railroad from a point near 
Fort Ogden to Fort Myers, from Fort Myers easterly along the 
Caloosahatchee River, from Fort Myers to the Estero River, 
from the Fort Myers-Estero Line to Punta Rassa, Fila. 

Finance No. 5067, and Sub. Nos. 1, 2 and 3—Applications of the 
East and West Coast Ry., Finance No. 5067, The Florida West- 
ern & Northern R. R. Co., Finance No. 5067, Sub. No. 1, and 
the Seaboard-All Florida Railway Company, Finance No. 5067, 
Sub. No. 2, for authority jointly to execute proposed first mort- 
gage and to issue first mortgage bonds thereunder, and applica- 
tion of the Seaboard Air Line Ry. Co., Finance No. 5067, Sub. 


No. 3, for authority to assume obligation and liability in respect 
of said bonds. 
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THE INLAND WATERWAYS CORPORATION 








Operating the 
Mississippi-W arrior Service 
FEDERAL BARGE LINE 


The Federal Barge Line is extending the range of distribution of Middle Western 
industries through all water service. 







The photograph to the left 
illustrates the method of 
making the transfer of ex- 
ports direct from river 
barges to sea-going ships. 
The consignment being 
» ty transferred consists of 
; * ‘ 7 pre a \ iA eee | machinery manufactured at 
a Piiek.\\0 game aes ™ aa%'Y ' Saint Louis, destined to 
Peru. This through trans- 

portation from manufac- 
turer to user is being 
carried out without the in- 
tervention of any rail trans- 
portation whatever. 

































The photograph to the 
right illustrates a similar 
service being performed 
for manufacturers in the 
handling of their imports. 
1,014,176 pounds of copper 
ingots from Chile are being 
transferred from ship to 
barge, destined to Saint 
Louis, another all-water 
movement. 


Both pictures show the ease and rapidity with which these transfers can be accomplished at the Port of 
New Orleans. 

Your competitors are using the Barge Line increasingly and with growing satisfaction. 

All inquiries are promptly and courteously answered. 

You can address the nearest representative or Theodore Brent, Traffic Manager, 
: Customhouse, New Orleans. 










Chicago, Ill. Los Angeles, Calif., Mobile, Ala., San Francisco, Calif., 
846 Stock Exchange Bldg., 703 Transportation Bldgz., Municipal Wharf, 430 Sansome St., T. B. Esty, 
H, E. Ruddiman, General Agent J. M. Ford, Commercial Agent H. M. Wilson, Commercial Agt. Pacific Coast Representative 
Birmingham, Ala., Memphis, Tenn., New Orleans, La., St. Louis, Mo., 
822 Brown-Marx Bldg., 1224 Cotton Exchange Bldg., 200 Board of Trade Annex, 503 Federal Reserve Bank, 
N. W. Guice, General Agent C. E. Becker, General Agent J. W. Mooney, General Agent F. C. Reilly, General Agent 
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Finance No. 5068—Application Seaboard Air Line Ry. Co., for au- 
thority to acquire (a) by purchase of stock and by lease of the 
railroad and other properties of the Seaboard-All Florida Ry.; 
(b) by lease of the railroad and other properties of the Florida 
Western & Northern R. R. Co.; and (c) by lease of the railroad 
and other properties of the East & West Coast Railway. 

Finance No. 4883—Application Naples, Seaboard & Gulf Ry. Co., 
for a certificate of public convenience and necessity for authority 
to construct a line of railroad from Naples, to Fort Myers, Fla. 

October 6—Charleston, W. Va.—Examiner Johnson: 
ev Virginia State Railroad Commission vs. Penn. R. R. 
o. et al. 
October 6—Washington, D. C.—Examiner Roberts: 

Valuation No. 482—In re tentative valuation of the properties of 

the Tennessee and North Carolina R. R. Co. et al. 
October 6—Kansas City, Mo.—Examiner Disque: 
* 17130—Russell Grain Co. vs. A. G. S. R. R. et al. 
October 6—Washington, D. C.—Examiner Way: 


Val. Dkt. No. 495—In re tentative valuation of the property of the 
Aberdeen & Rockfish R. R. Co. 


October 7—Pittsburgh, Pa.—Director Bartel: 
16067—Maintenance-of-way expenditures. 
October 7—Washington, D. C.—Examiner Walsh: 
Valuation No. 505—In re tentative valuation of the property of the 
Rock Port. Langdon & Northern Ry. Co. 
October 7—Kansas City, Mo.—Examiner Disque: 


1. & S. No. 2465 (ist supplemental order)—Grain and grain products 
from Colorado to Wisconsin. 
October 7—Washington, D. C.—Examiner Marchand: 
Valuation No. 207—In re tentative valuation of the properties of 
Main Central R. R. Co. et al. 


Valuation No. 101—In re tentative valuation of the property of the 
Portland Terminal Company. 


Valuation No. 221—In re tentative valuation of the property of 
Boston & Maine R. R. System. 
Valuation No. 123—In re tentative valuation of the property of 
the St. Johnsbury and Lake Champlain R. R. Co. 
Valuation No. 116—In_re tentative valuation of the property of 
the Montpelier and Wells River R. R. 
October 7—Argument at Washington, D. C.: 
Finance No. 2806—In re application of Southeastern Railway Com- 
pany for a certificate of public convenience and necessity. 
se eae Corporation Commission vs. Arizona Eastern R. R. 
o. et al. 
October 7—Harrisburg, Pa.—Examiner Copenhafer: 
* 15380 (and Sub. No. 1)—The Atlas Portland Cement Co. vs. Adiron- 
dack & St. Lawrence R. R. Co. et al. 
October 8—Jefferson City, Mo.—Public Service Commission of Mo.: 
Finance No. 4773—In the matter of the application of the Bevier & 
Southern Railroad Company for a certificate of public convenience 


and necessity authorizing the abandonment of a portion of its 
line of railroad in Macon County Missouri. 


“TRAFFIC 


Interstate Commerce Cases Advisory Service on ICC Procedure 
Rate Compilations and the Law of Carriers 


Traffic Statistics Rate Quotations 
ICC Reports Furnished 


Tariff Interpretations 






October 8—Hutchinson, Kan.—Examiner Cheseldine: 
17229—Antony Produce Co. et al. vs. B. & A. R. R. 
Central R. R. Co., lessee) et al. 
October 8—Chattanooga, Tenn.—Examiner Konigsberg: 
17345—Peerless Woolen Mills vs. Ala., Tenn. & Nor R. R. Corp. et al, 
October 8—San Francisco, Calif.—Railroad Commission of the Stat, 
of California: 
Finance No. 5008—Application of Southern Pacific Co. for authority 
in Illinois Classification Territory. 
to acquire control of the Central California Traction Co. by py. 
chase of Capital stock. 
October 8—Chicago, Ill.—Examiner Sharp: 
1. & S. No. 2505—Refrigeration of less carload perishable freight 
October 8—Argument at Washington, D. C.: 
15377—Arizona Corporation Commission vs. Arizona Eastern R, Rp 
et al. 
October 9—Parkersburg, W. Va.—Examiner Stough: 
16482—The Parkersburg Rig & Reel Co. vs. M.-K. T. R. R. Co. et aj, 
17212—The Parkersburg Rig & Reel Co. vs. Santa Fe et al. 
October 9—Atlanta, Ga.—Examiner Konigsberg: 


1. & S. No. 2463 and ist Supplement—Bananas from Gulf Ports to 
Southeastern points. 


Portions Fourth section Application 2176 et al.— 
October 9—Wichita, Kan.—Examiner Cheseldine: 
17348—The Boyle Commission Co. vs. C. B. & Q. R. R. et al. 
17124 and Sub. Nos. 1 and 2—Cuthbert Cut Stone Co. vs. St. L.-S. FP, 
Ry. Co. et al. 
October 9—Washington, D. C.—Examiner Boyden: 
Valuation No. 504—In re tentative valuation of the properties of 
the Oklahoma, New Mexico & Pacific Ry. Co., and The Ringling 
& Oil Fields Ry. Co. 
October 9—Argument at Washington, D. C.: 
11455—Manufacturers Association of York, Pa. vs. Penn. R. R. et al, 
October 10—Atlanta, Ga.—Examiner Konigsberg: 
16805—Cairo Syrup Co. et al. vs. A. C. L. R. R. et al. 


October 10—Muscatine, Ia.—Examiner Disque: 

* 16963—-Automatic Gravel Products Co. et al. vs. C. R. I. & P, 
Ry. et al. 

October 12—Washihgeton, D. C.—Examiner Young: 

* Finance No. 4826—Application of the Kansas City, Mexico and 
Orient Ry. Co. for authority (a) to assume and agree to pay 
notes of William T. Kemper, Receiver of the Kansas City, Mexico 
and Orient R. R. Co., to the secretary of the Treasury of the 
United States; and (b) to issue and dispose of its capital stock. 

October 12—Amarillo, Tex.—Examiner Mattingly: 

* Finance No. 5009—Application Chicago, Rock Island & Pacific Ry. 
Co. for authority to construct a line of railroad from Liberal, Kan., 
to Amarillo, Tex. 

October 12—Salisbury, Md.—Examiner Berry: 


1. & S. No. 2512—Petroleum from Rochester, N. Y., to points in 
Delaware and Maryland. 
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There are any number of shippers who, 
for one reason or another, are not taking 
advantage of the lowest available rates. 


For them, Trans-Continental Freight has 
an indispensable service. 


Consolidated Trans-Continental cars are 
at their disposal, providing car load rates 
for less than car load shipments. 


L.C.L. shippers are thereby assured more 
shipping for the money—which is the 
same as extra profits, or additional income. 


Our nearest branch will advise you 











Trans-Continental Freight Co. 


General Offices: 7 South Dearborn St., Chicago 
Eastern Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 


Buffalo, N. Y. 
Cleveland, Ohio 
Cincinnati, Ohio 


Detroit, Mich. 
Les Angeles, Cal. 
San Francisco, Cal. 


Portland, Ore. Salt Lake City, Utah 
Seattle, Wash. Kansas City, Mo. 
Denver, Colo. 8t. Paul, Minn. 
Boston, Mass. Minneapolis, Minn. 


Philadelphia, Pa. 


Consolidators of machinery, merchan- 
dise, household goods, automobiles, 
etc., for more than 27 years. 
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Y American Chain of Warehouses, Inc. * 


——. OH10—The — Warehouse 

ALBANY, ~ Y.—Albany Terminal & Security 
Warehouse Co.. | Dean St. 

ATLANTA, GA.—Merchants & Manufacturers 
Warehouse Co., 169 Haynes St. 

AUGUSTA, GA.—The Hollingsworth Warehouses, 
556 Walker St. 

BALTIMORE, MD.—Baltimore Fidelity Ware- 
house Co., 834 North High St. 

es P tae Warehouse Co., 45 


SIR SORAR. ALA, ——Warrant Warehouse Co., 
3500 Avenue “A 

BOSTON, MASS.—-duiney Market Cold Storage 
& Warehouse Co., 178 Atlantic Ave. 

BUFFALO. N. Y.—Buffalo Storage & Carting 
Co., 350 Seneca St. 

BURLINGTON, 1OWA—Mercer Transfer & 
Storage Co., Osborn & Center Sts. 

BUTTE, MONT. —Jones Storage & Transfer Co., 
Wyoming & Iron Sts. 

CHARLESTON, S. C.—Charteston Warehouse & 
Forwarding Co., 16 Hasell St. 

CHATTANOOGA, TENN.—Chattanooga Ware- 
house & Cold Storage Co., 1208 King St. 

CHICAGO, ILL.—Griswold & Walker, Inc., 1525 
Newberry Ave. 

CINCINNATI, OHIO—The Wallace Transfer & 
Forwarding Co., 222 E. Front St. 

CLEVELAND, OH!0—The General Storage Co., 
Orange Avenue Terminal 

COLUMBUS, OHI0.—The Merchandise Storage 
Co., 29 Vine St. 
DALLAS, TEXAS—The Dallas Transfer & Ter- 
minal Warehouse Co., Sante Fe Bidg. 
DAVENPORT, !OWA—Ewert & Richter Express 
& Storage Co., 320 E. 4th St. 

DAYTON, OHIO—The Union Storage Co., 101 
Bainbridge St. 

DENVER, COLO. —Weicker Transfer & Storage 
Co., 1700 15th St. 

DES MOINES, !OWA—Merchants Transfer & 
Storage Co., 9th & Mulberry Sts. 

DETROIT, MICH.—Merechants Warehouse Co., 

5620 Federal Ave. 

EL PASO, TEXAS—El Paso Fireproof Storage 
Co., 1125 Texas St. 

‘ELMIRA, N. Y.—A. C. Rice Storage Corpora- 
tlon, 607 Raliroad Ave. 

ERIE, PA.—The Union Storage Co. of Erle 

FARGO, WN. D.—Union Transfer Co., 
Northern Pacifie Ave, 

FORT DODGE. 1OWA—Brady Transfer & Stor- 
age Co., 6th & Central Ave. 

FORT WAYNE, gg Aas ag Storage Ware- 
house Co., 414 E. Columbia. 

FORT WORTH, TEX.—Fort Worth Warehouse 
& Storage €o., 201 South Calhoun St. 
FRESNO, CALIF. “ag Center Warehouse & 

Cold Storage Co., 747 ‘“‘R” St. 
GALVESTON, TERE Whey & Nicholls Co., 
Inc., 509 35th St. 


GRAND RAPIDS, MICH.—Kent Storage Co., 
59 Front Ave. 

GREEN BAY, WIS.—Green Bay Transfer & 

nae” PA—Monty — a k's 

’ o— MON on 

South (0th St. — 

HARTFORD, CONN.—Hartford Despatch & 
Warehouse Co., 249 Asylum St. 

novsTon, TEX, 4 Texas Warehouse Co., 
Baker & Cedar S 


HUNTINGTON, W. vA ened Sales & Stora 
Seventh “! 


moiahaneit 7. 

he ate Warehouse Co. 

620 South Capitol ” ‘ ‘ 

JACKSONVILLE, FLA. cn Terminal Ware- 
house Co.. E. Union & lonla Sts. 


KALAMAZOO, MICH.—National Storage , 
309 East Water St. ™ 


ESTABLISHED 190134 


—-MENMBERS-— 


a CITY, Lo ar —Adams Transfer & Stor- 
e Co., 228 4th St. 
KNOXVILLE, TENN -Knoxvlile Fireproof Stor- 
ge Co., 612 E. Depot St. 
LEXINGTON, KY.—Union Transfer & Storage 
ring & Vine Sts. 
LITTLE ROCK, A ARK.—Terminal Warehouse Co., 


LOS ANGELES, SE ALIF.—Unton Terminal Ware- 
house Co., 731 Terminal St. 


SHIPPERS 


Ninety Warehouses 
offer your Sales and 
Traffic Departments 
Modern Facilities for 
your Storage Stocks 
and Experienced 
Organizations for the 
Handling and Dis- 
tribution of your 
Merchandise. 


American Chain of 
Warehouses serve all 
territories. 


Call upon our nearest 
Representative for further 
information regarding 
facilities in any city. 


LOUISVILLE, KY.—Loulsville Publlo Warehouse 
Co. Main Sts. 


0., Brook & 
LYNCHBURG, VA.—Lynchburg Storage Co., 


1324 Commerce St. 


mens, TENN.—Patterson Transfer Co., 24 
North 2nd St. 


mit WEUKES WIS.—Hansen Storage Co., 120 
Jefferson St. 


MINNEAPOLIS, MINN.—Security Warehouse 
Co., 334 North Ist St. 


MOBILE, ALA.—Warrant Warehouse Co., Water 
& Lipscombe Sts. 


NASHVILLE, TENN.—E. M. Bond Fireproof 
Storage Co., 1609 Broadway. 

NEW BEDFORD, MASS.—New Bedford Stor- 

age Warehouse Co., 152 Front St. 

NEW. ORLEANS, LA.—United Warehouse Co., 
Ltd., 815 South Front St. 

NEW YORK CITY—F. C. Linde Co., 23 Variek St. 
Independent Warehouses, Inc., 415 Green. 
wich St. 

ont enoen CITY, OKLA.—O. K. Transfer & 

Storage Co., 330 West Ist St. 

OMAHA, NEB.—Bekins Omaha Van & Storage, 
806 South i6th St. 

PEORIA, ILl.—Federal Warehouse Co., 800 
South Adams St. 

PETERSBURG, VA.—Southern Bonded Ware- 
house .» 22 South Market St. 

PHILADELPHIA, PA.—Merchants Warehouse 
Co. estnut St. 

PORTLAND, MAINE—Galt Block Warehouse 

Co., 30 Commerelal St. 

PORTLAND, ORE.—Holman Transfer Co., 8-12 
Front St. 

PROVIDENCE, R. 1.—The Cole Teaming Ware- 
house Co., 233 W. Exchange St. 

RALEIGH, N. C.—Carolina Storage & ODis- 
tributing Co., 108 W. Lane St. 

ROCK ISLAND, ILL.—Rock Island Transfer & 
Storage Co., 10! 17th St. 

SAN ANTONIO, TEX.—Scobey Fireproof Stor- 
age Co.. 309 North Medina St. 

SAN op eae or Warehouse Co., 


5t' d Stre 

SAN FRANCISCO, CALIF.—The Haslett Ware- 
house Co., 60 California St. 

SAVANNAH, GA.—Savannah Bonded Warehouse 
& Transfer Co., Bay St. Extension & Canal. 

SCRANTON, PA.—The Quackenbush Warehouse 
Co., 21 Bridge St. 

ae hy WASH.—Eyree Storage & Distribut- 
Ing Co., 301 Ry. Ave. So. 

SIOUX CITY, 10WA—Bekins Van & Storage 
Co., 114 Riverside Ave. 

SPRINGFIELD, MASS.—Eastern States Ware- 
house & Cold Storage Co., 385 Liberty. 

ST. JOSEPH, MO.—Terminal Warehouses of St. 
Joseph, Inc., Packers Ave. 

ST. LOUIS, Mo.—MePheeters Warehouse Co., 
1104 North Levee. 

ST. PAUL, MINN.—Seecurity Warehouse Co. 

SYRACUSE. N. Y.—Flagg Storage Warehouse 
Co., 100 Townsend St. 

TERRE HAUTE, IND.—Bauermelster Terminal 
Corp., 102 Wabash Ave. 

TEXARKANA, ARK.—Hunter Transfer Co., 319 
. Front St. 

TOLEDO, OHIO—Depenthal Truck & Storage 
Co., 108 Summit St. 

TULSA, OKLA.—Tulsa Storage & Transfer Co., 
8 No. Cheyenne St. 
VANCOUVER, B. C.—Vancouver Warehouses, 
Ltd., 550 Beatty St. 
VICTORIA, TEXAS.—Victoria Compress & 
Warehouse Co., North St. 

WACO, TEXAS—Weatherred Transfer & Stor- 
age Co., I3th & Mary Sts. 

WASHINGTON, D. C.—Merehants Transfer & 
Storage Co., 920 E St. N. W. 

WHEELING. W. VA.—Union Warehouse & 
Storage Co., Malin, South & i6th. 

WICHITA, KAN.—Brokers co & Warehouse 
Co., 143 No. Rock Island Ave. 

WICHITA FALLS, TEX.—Tarry-Martin Trans- 
=. Storage & Forwarding Co., 1507 Lamar 


WILMINGTON, N. C.—W. B. Thorpe & Co., 
Inc., Water & Ann Sts. 


va ee re Storage, .230 
tin 


YOUNGSTOWN, OHIO—The Fisher-Gilder Cart- 
age & Storage Co., 574 Mahoning Ave. 


STORAGE - MERCHANDISE - DISTRIBUTION — 


1925 Directory, with Full Information Regarding Facilities 
of Each Member, Available Upon Request 


0. V.-HUKILL, Eastern Representative 
415 Greenwich Street. 


Phone Walker 4600 


New York City 


P. F. CASSIDY, Western Representative 
203 S.-Dearborn St., Room 905 


Chicago, IIl. 
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Take the Shortest Cut 
to Your Consuming Markets 


WE BRIDGE THE GAP 


THE U. S. DEPARTMENT OF 
COMMERCE 
advocates the use of merchandise 
warehouses with rail connections 
as a primary step to the elimina- 
tion of waste in distribution. 


HE Pennsylvania Railroad System invites you to 

take advantage of the facilities which it offers for 
storage and distribution through the warehouses that 
it provides at strategic centers. 


These warehousing facilities will help to eliminate 
waste in your distribution process, saving you time and 
real money. They will furnish you with a prompt and 
efficient representation in your markets in ways which 
probably have not occurred to you. 


Write to any of the warehouses mentioned, and prompt 
and concise answers will be made to your inquiries. 


Whenever possible, consignments in care of these 
warehouses should be routed over the lines of the 
Pennsylvania Railroad System. 


CHICAGO 


Xx PHILADELPHIA 


CPM alulél ta pe) 


agnnsy LVA N M4 
RAILROAD 
SYSTEM 


ra a a son, 


Duquesne Warehouse Co., Pittsburgh, Pa. Western Warehousing Co., Chicago, Ill. Pennsylvania Terminal Warehouse Co., St. Louis, Mo. | 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia ‘Tidewater Terminal. Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 





THE TRAFFIC WORLD 


OFFICERS 


WILLIAM J. HOGAN, 
ent and Treasurer 

NORMAN METZGER, 

Vice-President and Secretary 
A. B. EFROYMSON, 

Vice-President in Charge of Operation 
H. A. GROFF, 

anager Accounting Department 

J. S. GANO, 

Manager Terminal Properties 
F. L. SULLIVAN, 

Manager Traffic Department 
W.L. HOLZBAUR, 

Chief Refrigerating Engineer 





SIX REASONS WHY 
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OPERATING 


INTERSTATE TERMINAL WAREHOUSES, Inc. 
Cleveland, O. 

NORTH PIER TERMINAL CO., Chicago 
(Subsidiary Interstate Terminal Warehouses, Inc.) 

INDIANA REFRIGERATING CO.., Indianapolis 
(Subsidiary Interstate Terminal Warehouses, Inc.) 

CINCINNATI TERMINAL WAREHOUSE 
Cincinnati 

MICHIGAN TERMINAL WAREHOUSE 
Detroit 


INDIANA TERMINAL WAREHOUSE 
Indianapolis 


National Terminals Corporation 
Can Serve You Best 


TEVELAND, O “gli: CINCINNA 


Cee sTHOKSG089FGRABBRUBROAAROAGAABBRBHAREHE 


NORTH PIER TERMINAL , CHICAGO, “et ei: 


waa ROH HANSA 


INDIANA 
[REFRIGERATING CO, 


aa ::° INDIANA TERMINAL WAREHOUSE, 


Brokers’ Offices + General Storage - Cold Storage - Forwarding + Distributing 


Executive Offices 


240 South Pennsylvania Street 
INDIANAPOLIS, IND. 


Chicago Office 
589 East Illinois Street 
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Introducing Engine No. 2030 


This new engine, a five hundred ton king of the rails 
and the largest and most powerful steam railroad locomo- 
tive ever put in service by any railroad in the Northwest, 
is the first of four mammoth locomotives ordered by the 
Great Northern for special freight service on the Kalispell 
Division between Cut Bank and Whitefish, Mont. 


Shown with this engine is one of the new box cars, No. 
39195, recently completed by the Great Northern Shops 


in Superior, Wis. This car is 50 feet 6 inches long, 9 feet 
2 inches wide and ten feet high with a maximum loading 
capacity of 151,600 pounds. 

In line with a policy inaugurated by James J. Hill 
many years ago, the Great Northern has been carrying 
on a consistent program of betterment scientifically 
planned to increase the operating efficiency of its pas- 
senger and freight transportation system. 


The New Oriental Limited 


Finest Train to the Pacific Northwest—No Extra Fare 


is an outstanding example of what this policy has accom- 


plished for the passenger carrying service of the North- 
west. 


The advent of these four locomotives of the type of No 


2030 and box cars similar to No. 39195 comprise the 
latest link in this chain of improvement designed to give 


industry in the Northwest an improved freight carrying 
service. 


For information about the Great Northern’s Through Merchan- 
dise Cars to the Northwest or any other particulars of the Freight 
Service, address any Great Northern representative or write 


ST. PAUL, MINN. 
G. H. Smitton 


HELENA, MONT. 
L. B. Woods, Assistant General 
Freight and Passenger Agent 


Freight Traffic Manager 


SEATTLE, WASH. 
M. J. Costello 
Western Traffic Manager 


Great Northern Railway 
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SOUTHERN PACIFIC LINES 
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Taking up a subject is one thing. Getting it satisfac- 
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